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THE FUNCTION OF THE RAILROAD 

It is not, of course, an entirely new question, but the 
exceedingly high freight rates of the present day as com- 
pared with anything else we have ever had and the com- 
" plaints of shippers that they are so high as to make it 
increasingly difficult to do business and, in some cases, 
as actually to suppress it or curtail it, are directing atten- 
tion more and more to the problem of what the real func- 
tion of the rail carrier is. The report of Attorney- 
Examiner Disque in the western live stock case in which 
he asked the Commission to reduce rates, on the theory 
that the industry was in bad shape and that, though the 
freight rates were reasonable, a reduction would remove 
some of the burden resting on the stockmen and make 
their business more profitable, is being used by persons in 
other lines of business in their own interest. 

If it were shown that the high freight rates were ac- 
tually curtailing business and that a reduction would re- 
sult in increased business and corresponding tonnage for 
the railroads we should say that, obviously, the rate was 
unreasonably high and should be reduced. We should 
say, further, that if that were the case the carriers ought 
to be able to see it and would voluntarily reduce rates. 
sut that is not the case in the western live stock case, so 
Mr. Disque says. On the contrary, he says the rates are 
reasonable and that reductions would not result in an im- 
mediate increase in tonnage. 

We should say that the function of the railroad is to 
transport, at reasonable rates, business offered. It may, 
of course, have its own ideas as to how tonnage may be 
increased and commerce developed, but that is its own 
business. Its responsibility to shippers and to the gov- 
ernment that controls it ends if it performs the service 
that it may properly be called on to perform. Why, then, 
should it be expected—even ordered by its master, the 
Commission, as advocated by Mr. Disque and others— 
to do business at less than a reasonable return in order to 
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help somebody else? It has its own business problems 
and its own necessities for showing a profit. We do not 
know where and by whom has been laid on it the duty of 
seeing that other business is helped in time of trouble. 
We understand the views of Mr. Disque, for instance, to 
be that Congress, by the transportation act, without ex- 
actly saying so, has practically dumped the railroad busi- 
ness on the Commission’s hands and that it is up to the 
Commission to make private operation a success and 
dominate the carriers’ affairs for the public good. As to 
live stock, for instance, it is pointed out that most of the 
production costs except the freight rate are back to nor- 
mal, as are prices. For these reasons and in view of the 
depressed condition of the industry and to help build it up 
as a source of future traffic for the carriers, it seems to be 
Mr. Disque’s idea that the Commission should not allow 
the rates to continue to confuse the situation, though, of 
course, it is admitted that the freight rate is not the only 
factor in the difficulty. An effort toward getting a great 
industry back on its feet and its affairs back to a normal 
basis seems to be more in his mind than the revenue the 
carriers might lose. 


In our opinion this idea of the function of the Com- 
mission by which its judgment would be substituted for 
that of the carriers in the matter of developing future 
sources of revenue and by which it would stand sponsor 
for the prosperity of business so far as the freight rate 
may be juggled in the interest of commerce, is wrong, 
both in the sense that it is not contemplated by the law 
and in the sense that it is economically unsound. The rail- 
road does not exist for the purpose of helping business, 
but to make a living for itself. The Interstate Commerce 
Commission sits in Washington for the purpose of seeing 
to it that the railroads, in making their living, are not 
guilty of unfair and discriminatory practices. It was not 
created to act as the guardian for business generally or to 
use its power over railroad rates to help this or that 
industry in time of stress. 


We fear many shippers and even the Commission it- 
self—if the report of its examiner in the western live 
stock case is to be taken as indicative of anything more 
than the individual opinion of Mr. Disque—are in danger 
of mistaking the obligation of the railroads, which it is 
the business of the Commission to see discharged, for the 
field in which it ought to be left to the railroads to exer- 
cise their own judgment and business intelligence. A 
railroad may not be allowed to do harm to any business if, 
without injustice to the railroad, it may be restrained 
from a harmful act; but so long as what it does is reason- 
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GULF, MOBILE & NORTHERN 
RAILROAD 

















Gulf, Mobile 
& Northern R. R. 


DAILY Thru Merchandise Package Cars from 
CHICAGO and ST. LOUIS, and WEEKLY Thru 
Refrigerator Package Cars from CHICAGO to 
UNION, MERIDIAN, LAUREL, MISS., and 
MOBILE, ALA., via 


I.C.R. R.—Jackson, Tenn.—G. M. & N. R. R. 


Daily: Thru Package Cars 








~ ARRIVE LEAVE 
Chicago St. Louis 
10:00 p.m. 








7:00 p.m. 
Union . . .| 11:36 a.m. 3rd day | 11:36 a.m. 2nd day 
Meridian . .| 3:05 p.m. 3rd day | 3:05 p.m. 2nd day 
Laurel . . .| 4:20 p.m. 3rd day | 4:20 p.m. 2nd day 
Mobile . . .| 4:10 a.m. 4th day | 4:10 a.m. 3rd day 














Weekly Thru Refrigerator Package Cars 


Leave CHICAGO every Thursday night for LAUREL and 
MOBILE, and every Friday night for MERIDIAN, moving 
on samé schedules as Daily Package Cars, and offering unex- 
celled service for the handling of Butter, Cheese. Eggs, Fresh 
Meats, and other perishables from North and West to desti- 
nation points named and to Mobile for Export. 


Route: “I.C.-G.M.& N. Package Cars” 
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The Cincinnati, Indianapolis & Western Railroad Co. 


With its connections 
“THE SHORT LINE FROM COAST TO COAST” 


The Cincinnati, Indianapolis & Western Railroad is the short line on traffic routing to and through Kansas City avoid- 
ing the larger terminals. 

Through St. Louis, Peoria, Chicago and connections it reaches the Southwest, West and Northwestern territories, and 
is a natural. intermediate line on through traffic between the East and West, North and South. 

The thorough co-ordination existing between the traffic and operating departments coupled with motive power of high 
class and condition assures efficient handling of traffic. 

FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Indianapolis, Rushville, 
Connersville, Hamilton, Cincinnati, and all points on its line and beyond these junctions in Central Freight Association and 
a — ed Albany, Philadelphia, Syracuse, Baltimore, Rochester, Norfolk, Richmond and all Eastern, Southern and 

outheastern points. 


Fast Freight Service in connection with all Fast Freight Lines Routes. 


J. A. SIMMONS, General Traffic Manager C. I. & W. R. R. Building, Indianapolis, Ind. R. B. KINKAID, Assistant General Freight Agent 

For information as to Rates, Routes, Service, etc., ask any Railway Spent es oe the C. I. & W. R. R. at any of the following points, where we have 
ni ents : 

aL 2. W. R. R. Building, Indianapolis, Ind. 201 a Building, Cincinnati, Ohio. “1210 Barclay Bldg., New York 


Reisch Building, Springfield, Ill. Marquette Bidg., cago 
Building, = Louis, M 312 Park Bidg., Pitteburgh, Pa. 


. 728 Monadnock Bidg., San Francisco, Ca 
°. 
107 Railway Exchange, Kansas City, Moe. 41 Porter Bidg., Memphis, Tenn. 


., lif. 
509 Wesley-Roberts Bidg., Los Angeles, Calif. 
514 Colman Bidg., Seattle, Wash. 
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able it must not be required to refrain merely because, if 
it did refrain, things would be easier for some one else. A 
landlord who charges a reasonable rent for his house is 
not to blame if a prospective tenant is unable to pay the 
price, nor would a law to compel him to meet the necessi- 
ties of the tenant receive any support from persons cap- 
able of thinking. It is the owner who takes advantage 
of the situation to charge an unreasonable rental against 
whom popular disapproval is justly directed. 

All this is not to say that there is not opportunity for 
the railroads to exercise judgment in looking to future 
business. It may be that lower rates on western live 
stock, though not compelled by any consideration of jus- 
tice or immediate increase in business, could well be put 
into effect for the sake of reviving a fainting industry, not 
in order primarily to help that industry—which is not the 
function of the carrier—but in order to create or augment 
a future source of revenue. We do not know as to that. 
But we do know that the decision does not rest with the 
Interstate Commerce Commission if we are to retain even 
a semblance of private operation of the railroads or if the 
law, as we interpret it, is to be complied with. The ques- 
tion is merely one of business judgment, after we pass the 
point of reasonable rates. It is not the fault of the rail- 
roads if the live stock industry does not thrive, provided 
the rates are not unreasonable, and they ought not to be 
called on to perform an act of charity. Charity is always 
voluntary. 

The same thing is true of Florida fruits and vege- 
tables, for instance, which, growers say, have been rotting 
on the ground because of the high freight rates. If the 
rates have been so high as to prevent movement of crops, 
then we should say that they are unreasonable, that that 
fact could be shown, either to the carriers or to the Com- 
mission, and that reductions could be obtained. But if 
the rates are reasonable and to reduce them would not 
result in increased tonnage, then the railroads ought not 
to be held responsible and compelled to take less than is 
reasonable in order that an industry may be helped to get 
on its feet. It is for the industry itself to work- out its 
own salvation. It may take time and some people may 
lose money in the process, but a reasonable freight rate is 
as much a part of the necessary cost of doing business as 
are high interest rates, high taxes, high rent, and high 
wages of labor. Here again, of course, the railroad may 
exercise business judgment with an eye to the future and 
it might see fit to reduce rates to help an industry in order 
to get increased tonnage in the future, feeling that, 
though it has no obligation to reduce the rates, such a 
reduction, nevertheless, might be good business policy. 

\We showed last week how the Gulf, Mobile and 
Northern Railroad Company, in order to encourage agri- 
cultural development of cut-over land on its line and thus 
make business for itself, was refunding its earnings on 
fertilizer when applied to the soil in this territory. Cer- 
tainly it is under no obligation to help the farmer in this 
manner, but just as certainly it is acting wisely in a busi- 
ness sense. That is what we mean by difference between 
the obligation and the business opportunity of the rail- 
road. And it is here, we believe, that there is the greatest 
opportunity for the railroads to improve their condition. 
That is no more true now than it has been when we have 
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said it many times before, but the era of high rates may 
serve to call attention to it more sharply and, doubtless, 
to furnish more noticeable opportunities. The railroad 
executives must bring to their industry more of business 
method and business judgment than has characterized 
them in the past. Their fault has been that they regarded 
themselves too much as merely a machine to carry what 
was Offered. That is all they are, so far as their respon- 
sibility to the agencies of government is concerned, but 
it is not all they should be if they are to keep their place 


as a privately operated business and are to flourish in 
doing it. 


THE “GIFT” TO THE RAILROADS 

We are not concerned with the political gymnastics 
of Congressman Keller, of Minnesota. He may scold the 
administration of the party of which he is a member as 
must as he pleases and we feel no call to rush to the de- 
fense. Only, when he scolds, we feel it our duty to do 
what we can to prevent a false impression on the public 
from his remarks on the transportation situation. 

It is, perhaps, not remarkable that a member of Con- 
gress does not know much about the transportation situa- 
tion. Anyhow, he is not alone in his ignorance nor in his 
willingness to speak of something he knows nothing 
about. But even a congressman, we should think, would 
be able to grasp what is involved in the proposal of the 
administration to furnish financial relief to the railroads. 
He might have reasons for opposing it but he ought to be 
able to understand what it is. But Mr. Keller either does 
not understand or he does not want others to understand. 
He speaks of “refunding half a billion dollars to the rail- 
roads” and says: “The President’s advisers seem to think 
it possible for this country to lift itself by its economic 
bootstraps and vaguely promise that a half billion gift to 
the railroads—which, in some mysterious manner, is not 
to increase taxes—will restore prosperity.” He says the 
administration had better busy itself with lowering 
freight rates, taking off the transportation tax, and seeing 
to it that the roads are run efficiently. “But that is not 
likely,” he says, “so long as railroad executives can de- 
pend upon the administration for lavish gifts.” 

We are almost persuaded that Mr. Keller is just 
ignorant and not trying to deceive. His remarks have the 
stamp of ignorance and lack of comprehension. His talk 
of “lavish gifts” in this connection is pure drivel. We 
hope our readers all understand the proposition by this 
time but, lest there be some in the class with the Minne- 
sota congressman or who have not given enough atten- 
tion to the matter to know what the facts are, we explain 
once more. 

The proposition is that the government pay promptly 
to the railroads the money it owes them, the railroads 
making some concessions in their claims in the interest of 
prompt settlement, and that, then, the government per- 
mit the railroads to fund their indebtedness to the gov- 
ernment, instead of this indebtedness being used as an 
immediate offset to the amounts the government owes the 
railroads. Thus, the railroads, while, perhaps, not get- 
ting, in the long run, as much as they think they ought to 
have, will be provided with ready cash, which they much 
need and which will do much to restore general pros- 
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perity if they get it. Nobody gives them anything they 
would not get otherwise or that they are not entitled to; 
therefore, there can be no increased taxation involved. 
We hope there will not be ignorance or pure “cussedness” 
enough in Congress to keep from being enacted the legis- 
lation necessary to make this program effective. 


RAILWAY REVENUE 


The Trafic World Washington Bureau 


The net railway operating income in June of the railroads 
of the United States amounted to $51,778,000, $14,697,346 more 
than it was in May, according to reports filed by the carriers 
with the Interstate Commerce Commission, compiled for the 
Association of Railway Executives. 

The earnings for June, on the basis of the tentative valua- 
tion fixed by the Commission for rate-emaking purposes under 
the transportation act, would be at the annual rate of return of 
3.1 per cent compared with 2.4 per cent the previous month. 
The railroads fell short $47,295,000, or 47.7 per cent, of earning 
6 per cent contemplated by the act. 

This is, however, the largest amount earned in any one 
month by the railroads since last November, when their net 
operating income was $54,343,793. Seventy-two roads—24 in 
the eastern, 19 in the southern, and 29 in the western district— 
had operating deficits in June, compared with a total of 82 
in May. 

The tabulations are based on reports from 202 class one 
railroads having a total mileage of 235,548 miles. 

That the carriers through efficiencies which they have in- 
stituted since the traffic slump began late last fall as well as 
retrenchments, which declining revenues forced them to make, 
have a better hold on their expenditures now than for some 
months, is revealed by the reports, which show that in June 
82.34 cents out of every dollar of revenue went for expenses 
compared with 85.43 cents in May. In June last year it was 
96.84 cents and in May, one year ago, 95.69 cents. 

Operating revenues in June for the railroads of the United 
States totaled $461,127,000, which was a decrease of 6.7 per cent 
compared with those for the same month last year. Operating 
expenses were $379,688,000, or 20.7 per cent less than in June 
one year ago. The net operating income was $51,778,000, com- 
pared with an operating deficit of $14,612,000 during the same 
month in 1920. 

From September 1, 1920, when the guaranty period ended, 
to June 30 last, the net operating income of the rail carriers 
was $368,445,000, which, on the basis of their tentative valuation, 
would be at the annual rate of return of 2.5 per cent. This 
amount falls short $516,626,000 of that contemplated to be earned 
under the rates established by the Commission. 

While the carriers in each of the districts fell short of earn- 
ing a return of 5% or 6 per cent in June, the reports show a 
slight improvement in each compared with May. The net oper- 
ating income of those in the eastern district was at the annual 
rate of 2.9 per cent compared with 2.8 per cent the previous 
month; in the southern it was also 2.9 per cent compared with 
2.5 per cent in May, and in the western it was 3.4 per cent 
compared with 2.3 per cent during the preceding month. 

Complete reports except for the Detroit & Toledo Short 
Lines show that the total operating revenues of the carriers in 
the eastern district in June were $211,173,000, or a decrease of 
4.1 per cent compared with the same month last year. Oper- 
ating expenses were $174,896,000, which was a decrease of 22.4 
per cent compared with June one year ago, while the net oper- 
ating income totaled $22,724,000 compared with a deficit of $19,- 
706,000 during that month last year. 


In the southern district, complete reports showed operating 
revenues to be $72,501,000, or a decrease of 3.8 per cent under 
those of the same month last year, while operating expenses 
were $62,846,000, or 21.2 per cent below those for June, 1920. 
The net operating income for the roads in the southern district 
was $5,905,000 compared with an operating deficit in June one 
year ago of $7,280,000. 

Railroads in the western district reported their operating 
revenues as being $177,453,000, or 10.8 per cent less than they 
were during the same month in 1920. Operating expenses were 
$141,946,000, or 18.2 per cent under those for June last year. 
Their net operating income was $23,149,000, or 87.1 per cent more 
than during that month one year ago. 


PENNSYLVANIA WORKING AGREEMENTS 


The Pennsylvania Railroad, August 10, asked and received 
from the United States Railroad Labor Board an extension of 
fifteen days’ time in which to comply with the order of the 
board directing a conference between the executives and the em- 
ployes of the road, to be held on or before August 10, to arrange 
for the election of a committee to draw up new working agree- 
ments, 
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CAR SURPLUS AND SHORTAGE 


The Trafic World Washington Burcay 


Due principally to the increased demand for grain cars jp 
the central west, a reduction of 28,991 in the number of freight 
cars temporarily out of service July 31 because of the business 
depression was shown by reports received by the Car Service 
Division of the American Railway Association. On that day 
the total was 526,177 compared with 555,168 on July 23. 

Of the total, 321,781 were serviceable freight cars in excess 
of current freight requirements, while the remaining 204,396 
were freight cars in need of repairs. On July 23, serviceable 
cars totaled 350,772. Surplus box cars in good repair at the 
end of the month numbered 100,207 compared with 119,442 on 
the earlier date, or a reduction within that period of 19,235 cars, 
Reports showed 161,723 surplus coal cars in good order, which 
was a reduction of 6,845 cars in a little more than a week. A 
reduction of 1,830° was reported in the number of surplus stock 
cars, bringing the total on July 31 to 14,467. 

As a result, mainly, of the demand for grain cars, a shortage 
in certain sections of the country of 3,905 freight cars was re 
ported by the railroads. This was an increase of 1,137 cars 
over that on July 23. Of the total 3,710 consisted of box cars, 
which was an increase of 1,207 cars in slightly more than a week. 


LOADING OF REVENUE FREIGHT 


The Trafic World Washington Bureau 


With gains in all commodities except coal and ore, an in- 
crease of 6,222 in the number of cars loaded with revenue freight 
the week which ended on July 30, compared with the preceding 
week, was shown by reports received from the railroads of the 
United States by the car service division of the American Rail- 
way Association. 

The total for the week was 796,570 cars, which was, how 
ever, 139,796 cars less than were loaded during the correspond- 
ing week last year and 128,625 cars under the total for the cor- 
responding week in 1919. 

Loading of grain and grain products, which so far this year 
has been heavier than during either 1920 or 1919, continued to 
increase, the total for the week being 66,416 cars, or 1,497 more 
than were loaded the week before. This was also 26,564 cars 
in excess of the number loaded during the corresponding week 
last year and 9,301 more than were loaded during the correspond- 
ing week two years ago. From June 4 to July 30, inclusive, the 
total number of cars loaded with grain and grain products ex- 
ceeded the same period last year by 123,400 cars. 

Reports showed an increase of 6,892 cars over the previous 
week in the number loaded with merchandise and miscellaneous 
freight, which includes manufactured products, bringing the total 
for the week to 474,781 cars. Loading of forest products 
amounted to 44,712 cars, which was an increase of 1,586 cars 
within a week, while shipments of live stock totaled 25,358 cars, 
or 669 more than the week before. Coke loadings increased 183 
cars to a total of 4,111. Coal amounted to 151,089 cars, which 
was, however, 1,053 cars less than were loaded the previous 
week, and 34,700 less than during the corresponding week one 
year ago. There was also a decrease of 3,552 cars compared 
with the previous week in the number loaded with ore, the total 
for the week of July 30 being 30,103 cars. 

Compared by districts, increases over the week before in 
the number of cars loaded with revenue freight were reported 
in the Eastern, Southern, Central Western and Southwestern re- 
gions, but decreases in the Allegheny, Pocahontas and North- 
western. All reported decreases compared with the correspond 
ing week last year except the Central Western. 


TRANSPORTATION TAX REPEAL 


Che Trafic World Washington Bureau 


In the tax revision bill tentatively agreed on by the ma- 
jority members of the House ways and means committee August 
10, all transportation taxes, except on express, are to be re 
pealed as of January 1, 1922. House Republicans will caucus 
on the bill next Monday night. President Harding, in his sug 
gestions, asked only that the transportation taxes be cut in half. 

Removal of the taxes on freight and other kinds of trans 
portation services other than express, would save to shippers, 
according to the estimate of the House ways and means com: 
mittee, about $253,000,000—freight, $145,000,000; passenger, 
$100,000,000, and Pullman fares, $8,000,000. 





PETROLEUM ORDER VACATED 

The Commission has vacated its order in I. & S. No. 1818, 
Combination Rule on Petroleum and Petroleum Products to the 
Southeast, in which the carriers proposed to cancel the com: 
bination rule whereby only one increase was made in the through 
charge on shipments of petroleum and its products, in accordance 
with the principle laid down in Freight Rate Authority No. 96. 
The Commission has discontinued its proceedings because the 
carriers have canceled their proposal to cancel that rule. 
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Current Topics 
in Washington 


Misleading the Public.—At times it seems almost as if there 
were an organization in Washington, with branches over the 
country, the purpose of which was to mislead the people as to 
the end to be accomplished by the funding (not “refunding’’) of 
the money the railroads owe the government by reason of what 
the government put into the property of the railroad com- 
panies, in the way of improvements, extensions, and betterments 
chargeable to capital account. Representative Keller, of Min- 
nesota, Republican, thinks it evidence of subservience to Wall 
Street to propose that the government shall take the IOU’s of 
the railroads instead of trying to force them to pay what they 
owe. His statement on the subject of the President’s policy is 
one of the most misleading, it is believed, yet given out, either 
by a Democrat or Republican. There are men who think the 
railroads do not fairly owe the government any more for the 
improvements the government made in the war period than the 
improvements would have cost had the railroads made them ' 
prior to the war. The government, it is argued, was a tenant, 
and if it chose to make improvements it did so at its own risk 
of having the landlord accept the improvements and pay for 
them. Of course, the government forced some of the railroads 
to sign the contract giving it the right to make improvements. 
The improvements made by the government are the things that 
impoverished the government. The high wage scales and the 
national agreements that have been in effect since the end of 
federal control are the things that have impoverished the rail- 
roads and made it impossible, in large measure, to earn the 
money needed to pay for the “improvements.” 








The Inefficiency of Labor.—The Commission’s report on the 
so-called “inefficiency of labor’ brings to mind the fact that, in 
1919, while the railroads were still under government control, 
the Railroad Administration caused at least two statisticians to 
make investigations on a number of railroads to determine the 
relative efficiency of labor then and before the railroads were 
taken over. Those reports were never made public. Director- 
General Hines and the guardians of the reputation of the Rail- 
road Administration would not even admit that such investiga- 
tions had been undertaken. But they were, and the report of at 
least one of the statisticians is in existence. The report, of 
course, is a part of the record of the Railroad Administration. It 
shows that, even when the wages had been equated, the cost of 
labor on a given job was from 125 to 130 per cent of what it 
had been before. The Railroad Administration has admitted that 
it was obligated to furnish as good ties as the railroads had used 
before federal control or pay the deficiency. It recognized that 
duty long ago. Therefore. when it replaced a hardwood tie with 
a softwood tie, it paid the difference. In the same way it has 
paid the difference between a creosoted and an untreated tie. 
It has not, however, recognized its duty to have relaid as many 
rails and replaced as many ties in a given piece of track as 
the railroad company did in normal times before the war. That 
is to say, all it is offering to do is to show that it has had as 
many men working as many hours on repairing that piece of 
track as the railroads employed in the same length of time. 
Whether the men so employed laid twice as many rails and re- 
placed twice as many ties, or only half as many, the Railroad 
Administration says is of no importance. Inasmuch as the Com- 
mission has said the same thing, the railroads will lose, unless 
the courts say the contract means something entirely different. 
Inasmuch as the Railroad Administration made two investiga- 
tions to determine the relative efficiency of labor long before 
the railroads had a chance to make a claim for any allowance 
on account of so-called inefficiency, the ordinary man might be 
expected to believe that the Railroad Administration then recog- 
nized its obligation to keep the roads in as good repair as for- 
merly, but changed its mind later on and came to the conclusion 
that if it paid men for as many hours as the railroads had 
paid them, in the test period, its duty was discharged, regard- 
less of how little those men did. 





Doing Business With the Government.—Hereafter, this gen- 
eration of railroad men, it is believed, will act whenever possible 
on the rule that many manufacturers use for their own guidance. 
That rule is to do no business with the government that can 
be avoided. The government is a bad debtor. It knows nothing 
about commercial practices. Its purchasing agents insist on all 
perfect goods at prices no higher than merchants pay for run- 
of-the-mill goods. It will take no “seconds,” but it wants its 
prices for all “firsts” the same as the price for firsts and seconds 
paid by merchants. Then, too often for the comfort of the 
man who sells to the government, it takes, not the customary 
thirty, sixty, or ninety days for settling bills, but years. The 
Western Union, in the period following the end of Burleson 
control of the wires, had to send around its colleetors to the 
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various government offices and practically beg them to pay some 
of the bills that had already been running for five, six or even 
twelve months. In some instances they were being held up on 
the flimsiest of pretexts and in some on no pretext at all, except 
that the government was running behind. Nearly every man 
who had money owing him by the government had to wait 
for it in 1919 and 1920. 





The Tragedy in Abandonment and Construction Certificates. 
—One of the things that is becoming obvious to those having 
anything to do with the issuance of certificates of public con- 
venience to construct or abandon a line of railroad is that in 
many cases there will be tragedy. If the Commission denies a 
certificate to build, the hopes of those who expected to benefit 
by the boom following the construction of the projected line 
will be heaved into the gloom box. If the Commission grants a 
certificate of abandonment thosé who invested in homes, schools 
and churches will see their money disappear. The duty of pass- 
ing on such applications, if as conscientiously discharged as is 
the wont of the Commission, will be the most disagreeable ever 
laid on it. Every man or community projecting a railroad is 
as sanguine as a college graduate. To have it said by men who 
have not always lived in the community that the project looks 
bad or positively repulsive, will be regarded as evidence of 
callousness to the best interests of the community. State com- 
missions are nearly as enthusiastic as the communities willing 
to invest money in such enterprises. They approve projects 
which the federal body cannot bring itself to endorse, even to the 
extent of admitting that the plans might work out as expected. 
In the Idaho Central case, the Commission limited the certificate 
so that the promoters will not be able to use any money on their 
project other than that which they raise by the sale of stock. 
The promoters believe not only that they can raise the money 
in that way, but that they can make the projected railroad pay, 
and that, too, without borrowing a dollar on which fixed charges 
must be met. By means of that limitation the communities 
through which the railroad is to run must find the money and 
run all the risks. Commisisoners seem to have an idea that 
with such a limitation those who have money to put into a 
railroad will think two or three times before starting. In many 
parts of the country there are railroads, such as the Missouri & 
North Arkansas, which seem to be so completely “broke” and 
with so few chances of ever obtaining any traffic, that all the 
bondholders will get will be the money obtained from selling the 
rails, ties, and other movable property. In such cases certifi- 
cates from the Commission authorizing abandonment would be 
a superfluity. 





Divisions for the Henry Ford Road.—In the event the Com- 
mission feels it necessary, in the public interest, to inquire into 
what, if anything, has been done in the way of increased div- 
sions to the Detroit, Toledo & Ironton, a railroad that had granted 
increased divisions might be expected to be reluctant to disclose 
the essential facts. However, if a railroad that had been obtaining 
large tonnage controlled by employes of Henry Ford before 
Mr. Ford bought the road he now owns should show a marked 
falling off in tonnage after the Ford purchase, an inquiry might 
elicit whether any suggestions as to an increased division were 
heard about the time the Detroit, Toledo & Ironton changed 
hands. The Detroit, Toledo & Ironton probably is too big a rail- 
road to be subjected to the rules that have been prescribed for 
industrial railways, but its mere length would not make it im- 
possible for the Commission, were it so minded, to inquire as 
to pertinent facts about divisions and attempts to have them 
increased. It is possible that the matter will cease to be a 
tickler of the risible nerves if the proposed reductions in rates 
have half the serious effect that some of the coal operators, not 
about to obtain the benefit of reductions, seem to think they will. 





Queries in the Sulphur Mine Oil Rate Case.—Suspension of 
the reduction in rates on crude and fuel oil proposed by the 
Southern Pacific and the Kansas City Southern from Texas points 
of origin to Sulphur Mine, La., serves to call attention to two 
things in the amended interstate commerce law. The first is 
the power to prescribe minimum rates, which is not, as popu- 
larly supposed, limited to the prevention of discrimination. The 
second is that the Commission is charged with notice that Con- 
gress desires to promote transportation by water. The two rail- 
roads desired to reduce rates because the sulphur company, for 
whose benefit the reductions were proposed, threatens to use the 
waterways to obtain its supply of fuel oil, which alone requires 
the running of a solid train of tank cars every day. By sus- 
pending the proposed reductions the Commission seems to pro- 
mote the development of transportation by water, because it 
invites the sulphur company to carry out its threat or promise, 
which the railroads, in defending their proposal, said it had 
made. Therefore, in suspending the proposed reductions the 
Commission carried out one part of the law. But there is an- 
other part. It requires the Commission so to arrange rates as 
to give the railroads six per cent net revenue. If the water 


transportation is established, the railroads lose the revenue they 
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have heretofore derived from the carriage of the oil. The query 
is whether that is a compliance with or a defiance of section 15-a. 
A. E .H. 


TIME FOR FILING CLAIMS 


The Trafic World Washington Bureau 


At the time this was written (August 12) the chances seemed 
to be against any further extension of the time for filing claims 
for reparation arising under federal control. At that time Sen- 
ate bill No. 621, already passed by the Senate, was pending 
before the House committee on interstate and foreign claims, 
without any prospect of action being taken thereon before the 
proposed recess of Congress, beginning August 20, and extending 
beyond September 1, the last day on which claims for reparation 
may be filed against the Railroad Administration. 

The Railroad Administration, which had voluntarily extended 
the time for filing claims against it to September 1, was not 
even thinking of a further extension of the period of grace. 
It extended the time for filing from March 1 to September 1, 
1921, because, in the opinion of Director-General Davis, shippers 
had not had as full opportunity to file claims for the return 
of overcharges as they should have had; that extension of six 
months was made with a view to affording shippers opportunity 
to file the claims, and also to give Congress a chance, if it de- 
sired, to extend the time of filing the claims by amending the 
law covering that subject. 

It was thought that the House committee would take up the 
Senate bill at its meeting August 11, but, instead, it devoted its 
attention to the funding bill. Its failure to act on that day, 
however, did not mean that it might not take action before the 
proposed recess August 20. It was not certain that the recess 
would be taken, but the general situation was such as to create 
the impression that the chances were against action in time to 
extend the date beyond September 1. 


TIME FOR FILING EXPRESS CLAIMS 


The American Railway Express Company and parties to its 
Official Express Classification No. 27, I. C. C. 1500, by means of 
supplement 5, effective September 10, propose to extend the time 
for filing of claims for damage from four to six months, and for 
failure to deliver from four months and fifteen days to six months 
and fifteen days. This increase in the time for filing claims 
is in line with the recommendations made to the express com- 
pany by the National Industrial Traffic League, reported by the 
express committee at the Cleveland meeting of the League. See 
Traffic World, July 30, p. 236. The Southeastern made the 
change some time ago, so there is now uniformity. 


$3.00 FLAT DEMURRAGE RATE 


The National Industrial Traffic League is taking a mail vote 
of its members on the question: 





Bearing in mind our promise to the Interstate Commerce Com- 
mission, do you favor an immediate effort to put into effect a flat $3.00 
demurrage rate to apply under all conditions, as approved by the 
League, or do you favor marking time on this question until conditions 
change to that extent where carriers force action? 

The letter to members, signed by W. H. Day, Jr., chairman 
of the car demurrage and storage committee, asking for expres- 
sions of opinion, says: 

“Following a series of conferences held during the early 
fall of 1920, a joint special committee representing the A. R. A. 
and the League, agreed to recommend to the parent bodies the 
reinstatement of war-time scale demurrage rates, on the theory 
that such advance would hasten the release of badly needed 
equipment. This recommendation came before the League as a 
whole at its Louisville meeting last fall, and by a small margin 
the recommendations of the League special committee were 
adopted, yet when the tariff carrying the scale of rates proposed, 
was filed, so many protests were lodged with the Interstate Com- 
merce Commission by League members, that the tariff was sus- 
pended pending hearing. 

“League Circular No. 309, issued January 5, last, conveyed 
io the membership the fact that the proposed war-time demur- 
rage rates issued to take effect December 1, 1920, but under 
suspension by the I. C. C. in I. & S. Docket 1249, had been with- 
drawn and cancelled on account of conditions which prompted 
the advance having materially changed. Attached to this circu- 
lar was copy of a letter addressed to Chairman Clark, of the 
I. C. C., under date of December 30, which in part read as 
follows: 


The above conclusions were reached upon the understanding that 
the two committees would again confer at an early date, with the view 
of reaching an agreement upon a just and reasonable demurrage rate 
to be applied both during gone of car surplus and car shortage, and 
thus avoid the necessity of bringing the question frequently before the 
Commission. 


“At the Cleveland meeting of the League, May 25, last, by a 
vote of 145 to 90, your demurrage committee was instructed to 
join with the A. R. A. in recommending to the Interstate Com- 
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merce Commission a flat demurrage rate of $3 to apply both 
during periods of car surplus and car shortage. 

“Plans are now being perfected for a meeting of the demur-. 
rage and storage committees of the A. R. A. and the League, to 
be held the early part of September, at which time the question 
involved will undoubtedly come up for consideration, and on 
account of recently expressed dissatisfaction by some League 
members of the action taken at Cleveland, plus the thought that 
a repetition of the procedure taken by some League members 
following our Louisville meeting would be anything but helpful, 
prompts your committee to take a mail vote for the purpose of 
determining actual sentiment on the following questions: 

“The opinion of your demurrage committee has been, and 
is, that if, as a result of business picking up, a car shortage 
should occur, it would be much more difficult to obtain a $3 
rate than under present conditions; on the other hand, if business 
does not pick up materially, there is no real necessity for demur- 
rage, therefore no one would be unduly penalized by change 
proposed.” 


KELLER ATTACKS ADMINISTRATION 


The Trafic World Washington Burcau 


Attack on the policies of President Harding and the Repub- 
lican leaders in Congress has been made by Representative 
Oscar E. Keller of St. Paul, Republican, who asserted that unless 
there was a change, especially so as to allow free discussion of 
bills, an explosion in the Republican party was imminent. He 
said that the threatened explosion would “scatter the Republican 
party from Maine to California.” The statement issued by the 
Minnesota congressman scored the administration for “blind 
obedience to Wall Street.” Mr. Keller said that this “stupid, 
selfish and short-sighted policy is retarding prosperity and creat- 
ing profound distrust and discontent among the people.” 

The attack was specifically on the administration’s attitude 
on railroad “refunding,” the Norris farm export bill, the Fordney 
tariff and the suggested changes in the revenue bill before the 
House ways and means committee. 


“The President’s advisers seem to think it possible for this 
country to lift itself by its economic bootstraps,” said Mr. Keller, 
referring to the proposed “refund of $500,000,000 to the railroads.” 

“The President has assumed more power than any of his 
predecessors and tells Congress what bills to pass—and what not 
to pass,” said Keller. “Bills concocted at secret conferences are 
introduced without being referred to responsible committees. 
The President’s advisers seem to think it possible for this coun- 
try to lift itself by its economic bootstraps and vaguely promise 
that a half billion gift to the railroads—which in some mys- 
terious manner is not to increase taxes—will ‘restore prosper- 
ity.’ They would do better to busy themselves with lowering 
rates, taking off the transportation tax and seeing to it that the 
railroads are run efficiently with a minimum of waste. But that 
is not likely so long as railroad executives can depend upon the 
administration for lavish gifts.” 


Representative Keller, when he relieved himself of his in- 
dignation over what the President and his advisers were doing, 
was not engaging in what he considered destructive criticism. 
He did not merely object to what was being proposed and stop 
there. He offered a remedy for the ills that afflict the country. 
His remedy is an increased tax on inheritances and a tax on 
land values, with all improvements deducted and an exemption 
of $10,000. He said such a tax would raise approximately a 
billion dollars annually. The deduction of improvements and the 
exemption of $10,000, he said, would eliminate practically all 
farmers and city home owners. The bulk of this billion dollars, 
he said, would be paid by the owners of unused natural re- 
sources, of vacant city lots, and those who hold agricultural 
land out of use for speculative purposes. Such a tax actually 
would reduce rents, promote building and stimulate general pro- 
duction. 

The proposed inheritance tax, he said, would produce be- 
tween $500,000,000 and $750,000,000 more. A tax on inheritances, 
he said, was not a tax on industry and did not have an injurious 
effect on business. Much of the inheritances was composed of 
tax exempt securities, he said, and quoted Secretary Mellon with 
approval because Mr. Mellon estimated the amount of tax exempt 
securities to be $10,000,000,000. 


CHARLES CITY WESTERN BONDS 


The Charles City Western Railway Company has been au- 
thorized in finance docket No. 1434 to issue $10,400 of ten-year 
6 per cent first mortgage gold notes dated July 1, 1921, and to 
sell the notes at not less than par. This authorization is to 
complete the scheme presented by the Charles City Western 
and on which the Commission issued a report on July 8. The 
Commission, in its original report, thought it had limited the 
issue to the amount prescribed by the appropriate section of 
the Iowa Code.. On further consideration the Commission came 
to the conclusion that the full amount of the first mortgage 
gold notes mentioned by the carrier in its original application, 
namely, $384,000, might be issued. 
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ILLINOIS COAL CASES 


A general readjustment of rates on coal from .competing 
districts in Illinois is expected by the Commission to be made 
by the railroads within the next ninety days. That expectation 
is stated in a report on No. 10783, Coal Trade Bureau of Illinois 
vs. C. B. & Q., Director-General, et al., and three other cases 
pracketed therewith combined by the Commission under title 
of the “Illinois Coal Cases, 1920,” opinion No. 7048, 62 I. C. C. 
741-59, with Commissioner Eastman dissenting, but writing no 
separate opinion. The other cases combined under that general 
title were No. 10815, Spring Valley Coal Co. et al. vs. A. T. & 
Ss. F. et al.; No 11091, Central Illinois Coal Traffic Bureau vs. 
Same; and No. 11149, Fifth and Ninth Districts Coal Bureau vs. 
Same. 

The complaints assailed as unreasonable, unjustly discrimi- 
natory and unduly prejudicial the rates on coal from mines in 
the Fulton-Peoria, Third Vein, Springfield and Belleville dis- 
tricts and from the so-called inner group, all in Illinois, to des- 
tinations in Illinois, Indiana, Iowa, Minnesota, Wisconsin, Michi- 
gan, Nebraska, Kansas, North Dakota, South Dakota and Mis- 
souri. > 

The Commission held that the rate from the Third Vein, 
Springfield and Belleville districts to the northwest were and 
are unduly prejudicial to the extent that they were and are less 
than 70 cents, 30 cents, and 10 cents lower per ton, respectively, 
than the rates from the southern Illinois district to the same 
territory of destination. 

It further held that the rates from the Fulton-Peoria dis- 
trict to points in Iowa were and are unduly prejudicial to the 
extent that they are less than 70 cents and 40 cents lower per 
ton than the rate from the southern Illinois and Springfield 
districts, respectively; to the same destinations. 

A third holding is that the rates from mines in the inner 
group to St. Louis and destinations in Missouri and southern 
Iowa except Missouri River cities, to which the traffic moves 
through St. Louis, were and are unduly prejudicial to the extent 
that they are less than 22.5 cents lower per ton than the rates 
contemporaneously maintained from mines in the southern IIli- 
nois group to the same destinations. 

In dealing with this case the Commission had to consider 
all the group relationship controversies that have frisen during 
the last 34 years, that being the length of time that the coal 
mines in Illinois have been grouped for rate-making purposes. 
There has searcely been a year in which there has not been 
a controversy approaching the acute stage. The Commission 
described the districts in Illinois Coal Cases, 32 I. C. C. 659. 
According to the report, substantially the same rate situation 
was before the Commission in that case. The grouping is an 
outgrowth of an adjustment in 1887 known as the “Faithorn 
Award,” At various times since then the rate system then 
established has been modified as the various fields developed. 
Immediately prior to the general increases of August 26, 1920, 
the general basis for rates from the Illinois groups to the 
northwest was as follows: Springfield district, 40 cents over 
northern Illinois;. Centralia and Belleville, 60 cents over north- 
ern Illinois and 20 cents over Springfield; southern Illinois, 70 
cents over northern Illinois, 30 cents over Springfield and 10 
cents over Belleville. These differentials, however, were not 
unformly observed, but were disregarded at certain points in 
the territory covered by the complaint. The uniform increase 
of 35 per cent applied to these rates under Ex Parte 74 had the 
effect of widening the differentials. The various differentials 
Suggested in this decision constitute the Commission’s effort 
to bring about a measure of satisfaction or at least toleration 
in the coal territory of Illinois. No order, the Commission said, 
would be issued at this time, but the railroads would be ex- 
pected within 90 days to establish rates in accordance with 
these criteria. The Commission further said that in revising 
their tariffs the defendants should establish rates which will 
yield, as nearly as practicable, the same revenue in the aggre- 
gate as is afforded under the existing rates. 

The Commission said that the records in these cases dis- 
closed a conspicuous lack of uniformity with respect to the 
Maintenance of rates on fine coal from the various districts. 
It said that the differentials on fine coal should be the same 
aS on other grades. 


COAL, PENNSYLVANIA TO CANTON, 0. 


On further hearing on No. 8899, Canton Chamber of Com- 
merce vs. Pennsylvania Co., Director-General, as agent, et al., 
Opinion No. 7045, 62 I. C. C. 726-8, the Commission has denied 
reparation on coal shipped from the Pittsburgh and Connellsville 
districts in Pennsylvania to Canton, O., on rates found unduly 
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prejudicial to Canton in the original proceeding. In the original 
report, 56 I. C. C. 293, it was held that the rates then main- 
tained by the Pennsylvania Company on bituminous coal from 
the Pittsburgh and Connellsville districts in Pennsylvania to 
Canton, O., subjected that point to undue prejudice and disad- 
vantage to the extent that the rate to Canton exceeded the 
rate to Youngstown by more than 20 cents per ton and to the 
extent that it was less than 20 cents per ton lower than the rate 
to Cleveland. Prior to the submission of the matter on Feb- 
ruary 4, 1919, reparation had not been asked, but thereafter, on 
November 28, 1919, the United Alloy Steel Corporation and the 
United Furnace Company filed complaints for reparation. On 
February 2, 1920, the proceeding was reopened solely upon the 
question of reparation. 

The record sufficiently showed, said the report, that during 
the period in question complainants’ cost of production was 
higher than it would have been if they had enjoyed the new 
adjustment; that they were unable to increase the sale prices 
of their output. But the record did not show, the Commission 
said, that the prices in general were determined by competition 
with the manufacturers at Youngstown and Cleveland, nor, dur- 
ing the time of government control, on the basis of costs of pro- 
duction; nor that they were lower during any part of the period 
than they would have been if those points had not enjoyed the 
unduly preferential rates. 

“In other words,” the Commission said, “the record supports 
the conclusion that complainants’ profits were less than they 
would have been if the Canton rates had been lowered to a 
proper relationship with the Youngstown and Cleveland rates, 
but it does not support the conclusion that they were less than 
they would have been if the Youngstown and Cleveland rates 
had then been raised to a proper relationship with the Canton 
rates. * * * We find that complainants have not shown that 
they were damaged by the unduly prejudicial rate adjustment, 
therefore reparation is denied.” 


MARINE RISK ON COPPER 


The Commission has dismissed No. 10483, Old Dominion 
Co. et al. vs. Director-General, as agent, opinion No. 7054, 63 
I. C. C. 48-5, holding the provisions in joint tariffs limiting the 
amount of liability for marine risk on shipments of copper 
bullion moving rail-and-water under arrangement for continuous 
carriage, from Arizona points through the port of Galveston 
to New York and points in the New York district, did not result 
in charges which were unreasonable, unduly prejudicial or other- 
wise unlawful. 


The complainants sued for reparation equivalent to the 
amount of insurance premiums paid by them to various marine 
insurance companies to cover the marine risk on a large number 
of copper bullion, copper matte and blister copper moving in the 
period from June 25 to October 28, 1918. The shipments moved 
from Douglas, Globe, Morenci and Clarksdale, Ariz., by rail and 
water through the port of Galveston to New York City and points 
in the New York district. The reasonableness and propriety of 
the rates themselves were not directly in issue. They were 
made the subject of a separate complaint by the complainants 
in Phelps Dodge Corporation vs. Director-General, 57 I. C. C. 
714, wherein the Commission held that the rates were not un- 
reasonable, unjustly discriminatory or unduly prejudicial. 

Commissioner Hall, author of the report, conceived the real 
issue to be whether the premiums paid by the complainants 
for insurance, the amount of which they were now seeking to 
recover from the defendant, cover protection against risks for 
which the Director-General was liable under the common law 
or under the statutes. 

Answering that question, Commissioner Hall said, . after 
quoting from the insurance policies, that it was obvious that 
many of the risks covered by those policies were risks and 
losses for which common carriers are not liable under the com- 
mon law. He added that the Cummins amendments did not add 
to the common law liability in that regard of the carrier in 
possession of the goods. 

The demand for reparation was made after the Director- 
General had changed the tariffs so that the rates on shipments 
were made to include the marine insurance. Commissioner Hall 
said that in effect, this change so as to make the rates cover 
the additional risks amounted to a voluntary reduction in the 
rates by the amount of the insurance premiums which, of course, 
varied with fluctuations in the value of the copper transported. 

After reaching the conclusion that the change in the tariffs 
amounted to:a voluntary reduction in the rates, Commissioner 
Hall applied the rule which the Commission has laid down for 
itself, namely, that the voluntary reduction of a rate is not of 
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itself sufficient grounds for finding that the prior rate was un- 


reasonable. 


RATES ON SASH, DOORS, ETC. 


In a report on No. 11824, Farley & Loetscher Manufacturing 
Co. et al. vs. Director-General, as agent, A. T. & S. F. et al., 
opinion No. 7044, 62 I. C. C. 721-5, the Commission has held 
that the rates on sash, doors, door and window screens and 
other millwork from Dubuque, Clinton and Muscatine, Ia., to 
Texas common point territory are unreasonable and unduly 
prejudicial and has awarded reparation. Reasonable rates are 
prescribed for the future. 

Complainants contended that the rates from Dubuque, Clin- 
ton and Muscatine to Texas common point territory and to El 
Paso and points taking same rates were unreasonable and un- 
duly prejudicial. They asked for the establishment of rates 
corresponding to those voluntarily published by the carriers 
for application on the same commodities northbound between 
the same points. On screens the rate from Dubuque and Clin- 
ton to Texas common points is 88 cents and from Muscatine 
84.5 cents; on all other commodities named the rate is 59.4 
cents from Dubuque and 56.5 from Clinton and Muscatine. 

Complainants asserted that there was no sound reason, 
based on transportation characteristics or liability to loss and 
damage, why the rates on screens which were on a class D 
basis as an exception to the classification in southwestern lines’ 
tariffs, should differ from those on the other mill products which 
were generally on a commodity basis. 

Formerly, the report said, complainants obtained the lumber 
for their products from adjacent north central states, but since 
the depletion there they have been forced to purchase Pacific 
coast fir and ship it overland to their Iowa plants. Within re- 
cent years the Pacific coast woodworking firms have been highly 
successful in developing markets for their output and it is from 
this source that complainants now experience their keenest 
competition in the Texas markets. Moreover, screens take the 
same rates from California as do the other mill products, which 
is not the rule from the Iowa points. The rates on millwork 
from the Pacific coast bear a fixed relation to the rates on lum- 
ber, there being extensive movements of both. Owing to the 
fact that but little lumber moves from Iowa and adjacent states 
to Texas, there is no definite relation to be maintained between 
the same commodities. 

Defendants contended that the present rates were not un- 
reasonable and that the rates from Pacific coast points to Texas 
points were unduly low; that the latter were fixed by other car- 
riers which serve not only points of origin but also most of 
the points of destination involved; and that they were power- 
less to eliminate undue prejudice, if any existed, without accept- 
ing subnormal revenue. They asserted that the northbound 
rates on millwork desired by complainants were in reality paper 
rates and were fixed with relation to northbound lumber rates, 
and that the latter have long been on a subnormal basis in 
order to enable southern yellow pine to compete in Iowa with 
northern white pine and Pacific coast fir. ; 

“Upon consideration of the relative transportation charac- 
tertistics,’” said the report, “of the movements involved * * * 
and the other factors developed of record, we find that the 
rates assailed in effect since August 26, 1920, have been, are 
and for the future will be unreasonable and, so far as the same 
carriers participate in the transportation, unduly prejudicial to 
complainants and unduly preferential of their competitors on 
the Pacific coast to the extent that they exceed 56 and 69 cents 
per 100 pounds from Dubuque and Clinton to Texas common 
points and to El Paso group, respectively, and 53 and 66 cents 
from Muscatine to the same groups, respectively.” 

The Commission found that complainants Farley & Loetscher 
Manufacturing Company, Roach & Musser Company and Huttig 
Manufacturing Company were damaged to the extent that rates 
paid exceeded those found reasonable and reparation was 
ordered. The evidence with respect to proof of shipments and 
charges paid by Curtis Bros. & Co. was not sufficient, the report 
said, upon which to make an award of reparation on this record. 
They-‘should comply with rule 5 of the Rules of Practice in the 
same manner as other complainants and file appropriate affi- 


davits concerning their shipments and payment of charges, the 
Commission said. 





RATES ON RICE 


When Commissioner McChord wrote the Commission’s opin- 
ion on No. 9922, Lake Charles Rice Milling Company vs. Abilene 
& Northern, Director-General, et al., opinion No. 7053, 63 I. C. C. 
18-42 (see Traffic World, August 6, p. 274), he disposed of the 
case that had been pending since October 15, 1917, on which a 
hearing was had, before Director-General McAdoo on June 25, 
1918, making increases in the rates which had been under attack. 
By reason of that increase in rates the complainant filed a sup- 
plemental complaint in which it attacked the rates already in 
issue as increased by that order. A further hearing was then 
had and a proposed report was served on the parties to which 
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exceptions were filed. Pending the argument therein certain 
California rice millers and short line railroads and Arkansas 
rice millers persuaded the Commission to reopen the case, and 
receive additional testimony. A second tentative report was is- 
sued and after arguments thereon the Commission adopted that 
second tentative report with some modifications. 

As part of the case, the Commission considered Fourth 
Section Applications Nos. 376, 377, 488, 581, 624, 957, 960, 961 and 
1618, by which the carriers parties to the case sought authority 
to maintain higher rates on rough rice from designated points of 
origin to Lake Charles than to more distant points and higher 
rates on clean rice, rice products and rice by-products, from Lake 
Charles than applied from more distant points. 

The Commission held that the rates on rough rice from Ar- 
kansas to Lake Charles were and are unreasonable and unduly 
prejudicial; that the rates on rough rice from Texas to Lake 
Charles were and are unreasonable; that the rates on rough rice 
from interior Arkansas points to New Orleans were and are 
unduly prejudicial; that the rates on clean rice from Lake 
Charles to Memphis, Vicksburg, and to Atlantic seaboard terri- 
tory were and are unduly prejudicial, and that the rates on clean 
rice and rice bran from Lake Charles to points in Texas were 
and are unduly prejudicial. 

Although the Commission found the rates unreasonable, it 
denied reparation because the complainant, although warned to 
do so, had neglected or refused to put in any testimony tending 
to prove that damage had been done by the rates held to be un- 
reasonable. After setting forth the facts relied upon to show that 
the complainants had been put on notice that testimony as to 
damage should be put in, Commissioner McChord said: 

“No further opportunity will be given to develop additional 
facts as to reparation. Before hearings had herein have afforded 
complainant ample opportunity to lay before us all pertinent data 
on this subject, especially since the necessity therefor was called 
to complainant’s attention at the separate hearings as seen above. 
The fact that complainant had not availed himself of these oppor- 
tunities does not justify our granting a further hearing. No 
damage’ to complainant as the result of any undue prejudice 
found herein having been shown, reparation is denied. Repara- 
tion likewise is denied on all shipments that moved under the 
rates herein found unreasonable, because there is no testimony 
in the record that complainant paid and bore the freight charges 
thereon.” 

The Commission, in its order, denied fourth section relief, 
and directed the carriers to establish reasonable rates and transit 
at Lake Charles on or before November 15. Transit is to be 
established from California points and from Arkansas points at 
a cost of 21% cents per 100 lbs. of clean rice. Transit is to be 
established on Arkansas rough rice only in the event that the 
back haul is not more than 15 per cent. 

As to the rates the Commission ordered that from Commis- 
sion and Texas to Lake Charles the rate shall not exceed the 
following plus 25 per cent and plus the increases authorized in 
Ex Parte 74: 20 miles and under, 5 cents; 100 miles and over 80, 
10 cents; 200 miles and over 175, 14 cents; 300 miles and over 
265, 17 cents, and 550 miles and over 475, 22 cents. 

From interior Arkansas to Lake Charles rates are to be 
made which shall bear the same relation to the contemporane- 
ously applicable rates on the same commodity from the same 
‘points of origin to New Orleans as would result from the ap- 
plication to both Lake Charles and New Orleans of the scale 
mentioned in the preceding paragraph. 

On clean rice from Lake Charles to Memphis and Vicks- 
burg not more than six cents over New Orleans or the contem- 
poraneous rates from Beaumont and other eastern Texas milling 
points to these destinations; to the southeast, rates which do 
not exceed 6.5 cents less than the aggregate of the intermedi- 
ates to and from New Orleans to the same destinations; to points 
in Atlantic seaboard territory by all-rail, rail-and-water, not more 
than 12% cents over New Orleans to same destinations; to 

Orange, 12 cents; Beaumont, 14% cents, and Houston and Gal- 
veston, 214%4c, and to points in Texas other than Orange, Beau- 
mont, Houston and Galveston, not more than 614 cents more than 
from Orange to the same destinations. 

The rate on rice bran from Lake Charles to points in Texas 
are to be not more than four cents over the rates on the like 
commodity from Orange. 


SAND AND GRAVEL, IND. TO ILL. 


In a report written by Chairman Clark on No. 11475, La- 
Fayette Hydraulic Gravel Co. et al. vs. C. & E. I. et al., opinion 
No. 7046, 62 I. C. C. 729-32, the Commission held rates on sand 
and gravel from LaFayette to points in Illinois to be unreason- 
able and unduly prejudicial in relation to rates on the same 
commodities from Attica, Ind., to the same destinations. The 
carriers by November 1, are to éstablish rates from LaFayette 
which do not exceed those on like traffic from Attica by more 
than the following amounts in cents per net ton: Danville 20 
cents; beyond Danville, to and including Sidney and Champaign, 
15 cents; beyond Sidney, to and including Gypsum City, Effing- 
ham, Altamont, and Decatur, 12 cents; beyond Gibson City, to 
and including Forrest. and beyond Decatur, to and including 
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Springfield and Litchfield, 10 cents; beyond Springfield and 
Litchfield, 8 cents; between Thomas and Rantoul, both inclusive, 
20 cents; Prospect and Tomlinson, 15 cents; Assumption, 10 
cents; Cadwell, 15 cents; between Chatham and Carlinville, both 
inclusive, 10 cents; between Westville and Ridge Farm, both 
inclusive, 20 cents; Mattoon and LeRoy, 12 cents; and between 
Rosamond and Moro, both inclusive, 10 cents. 


HEATED CAR SERVICE CHARGES 


A finding of unreasonableness as to charges for heated car 
service on shipments of condensed milk from the Pacific north- 
west to eastern points has been made in a report written by 
Commissioner Esch on No. 11712, Carnation Milk Products Co. 
vs. A. T. & S. F. et al., opinion No. 7056, 63 I. C. C. 60-4. The 
finding, however, is without prejudice to the right of the car- 
riers to present in an appropriate manner new and reliable fig- 
ures covering the cost of service and any readjustment of their 
charges based thereon. 

In a broad way of speaking the Commission found it un- 
reasonable for the carriers to assess charges for heater car serv- 
ice on shipments of condensed milk practically double the 
charges assessed on the much more perishable fruits and vege- 
tables. This subject was under consideration in the Perishable 
Fruit Investigation, 56 I. C. C. 449. In a report on that cost, 
the Commission said it was unable to find the proposed charges 
reasonable. It suggested that the charges then in effect be main- 
tained, until, through revised accounting methods and special 
studies, the carriers were able to present more satisfactory evi- 
dence of cost of service. Contrary to these recommendations, 
the carriers published heater charges per 100 pounds instead of 
per car. The stated charges which the 100 pound charges super- 
seded, ranged from $15, to $27 from Washington and Oregon, 
while the charges then proposed were $20 to western Montana 
and $40 to Wisconsin and Illinois. 

The complainant contended that the rules- in Perishable 
Protective Tariff No. 1 were unreasonable in not permitting 
change in transit from shippers’ to carriers’ protection and vice 
versa. The complainants pointed out that the rules authorized 
change in transit from protection by refrigeration to protec- 
tion by artificial and from shippers’ or carriers’ protection 
against cold to refrigeration, on commodities other than con- 
densed milk. The complainant desired that privilege to the 
end that it might avoid the charge for carriers’ protection as 
much as possible and still be able to obtain protection when 
required by a change in weather during transit especially where 
the shipment might be unduly delayed. The Commission pointed 
out that there were many difficulties that would surround the 
application of such a rule, such, for instance, as the shipper’s 
inability to obtain information of a sudden drop in the tempera- 
ture in time to instruct the carrier to afford protection before 
damage occurred, and the impossibility of determining whether 
damage took place before cr after the change, besides the addi- 
tional expense of maintaining employes and equipment to make 
such changes whenever and wherever required. The Commis- 

sion said that while a change from protection against heat to 
protection against cold and vice versa is sometimes essential as 
in the case of shipments of fruits and vegetables from California 
to Canada, there is no such necessity for a change in transit 
on condensed milk and complainant has the option of calling 
from carrier’s protection or according its own protection for 
the entire movement covered by the heater service. It, there- 
fore, held that the failure of the rules to permit such change in 


transit from shippers’ to carriers’ protection and vice versa was 
not unreasonable. 


P: & W. VIRGINIA COAL RATES 


An order requiring the removal of undue prejudice on or 
before November 1 has been made in No. 11364, Duquesne Coal 
& Coke Co. et al. vs. Pittsburgh & West Virginia et al., opinion 
No. 7049, 62 I. C. C. 749-66. In a report written by Chairman 
Clark, the Commission held that interstate rates- on soft coal 
from mines west of Pittsburgh in Pennsylvania and West Vir- 
ginia on the Pittsburgh & West Virginia Railway to points 
north and east of that city were unduly prejudicial. While the 
order is against the P. & W. Va., that carrier supported the 
principal contention of the complainant, whose complaint was 
brought with a view to forcing the carriers to make rates to 
the east and north through Pittsburgh’s congested area. The 
trunk lines vigorously fought the proposal to carry coal to the 
north and east from points south and west of Pittsburgh. Their 
general defense was that mines on their own lines generally 
east of Pittsburgh could supply all of the coal for the destina- 
tion territories in question. Each of the trunk lines offered evi- 
dence to the effect that with conditions as they were at the 
time of the hearing, June, 1920, it would be almost impossible 
for them to handle any additional business from the mines on 
the P. & W. Va. and that it was practically impossible to ma- 
terially enlarge the terminals in the Pittsburgh district because 
of the mountainous character of the country. During the war 
the Fuel Administration, Chairman Clark said, did not allow 
coal from west of Pittsburgh to go east except upon special 
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permit. However, he said, coal is moved via Pittsburgh from 
points east thereof to destinations north and west as well as 
from mines other than those of complainant west of Pittsburgh 
to destinations north and east. Upon that fact largely, the 
Commission based its finding of undue prejudice. 

An adjustment of rates is to be made in accordance with 
the following basis: To Buffalo, rates from complainants’ mines 
via the Panhandle and the Pennsylvania, not more than 10 cents 
over the rates from mines on the Panhandle which are ac- 
corded the Pittsburgh rate. 

To points east of the Genessee River on or reached by the 
P.& L. E., B. & L. E., Pennsylvania or B. & O., not more than 
10 cents above the rates in effect to the same destinations via 
the same routes from mines on the Montour Railroad; P. C. & 
Y. or the West Side Belt. 

To tidewater destinations from complainants’ mines via the 
Panhandle and the Pennsylvania, not more than 10 cents over 
the rates from mines on the Panhandle that are accorded the 
Pittsburgh rate. 

To points in the Pittsburgh switching district via the P. & 
L. E., not more than 10 cents over the rate from mines on the 
Montour Railroad. 


OIL, TEX. PORTS TO SULPHUR MINE, LA. 


Exercising the power to prescribe minimum rates if not a 
power to prevent unjust discrimination, the Commission, in I. 
and S. No. 1320, Oil from Texas Ports to Sulphur Mine, La., 
opinion No. 7058, 63 I. C. C. 74-8, has forbidden a reduction in 
rates on crude and fuel oil from Sabine, Port Arthur, Chaison 
and Beaumont, Tex., to Sulphur Mine, La., from 10 to 6.5 cents. 
The tariffs which had been held unjustified were to become 
effective April 9, but the Commission, on its own motion, sus- 
pended them until September 6. The Commission did not indi- 
cate under which section of the statute it forbade the reduction. 
The suggestion that it may have exercised the power to pre- 
scribe minimum rates is merely an inference. Another inference 
is drawn from the fact that the proposed: rates would be ma- 
terially lower than the rates prescribed in Natchez Chamber 
of Commerce vs. L. & A., 58 I. C. C. 610, for corresponding 
distances. That inference is that the Commission may have 
been proceeding in such a way as to prevent a violation of 
section 13, forbidding discrimination against interstate com- 
merce. 

This effort to reduce the rates, made by the Southern Pa- 
cific, the Kansas City Southern and the Brimstone R. R. & 
Canal Company, was an attempt by the trunk lines mentioned 
to forestall loss of business, they said, to possible water routes. 
A threat to use water routes was made by the Union Sulphur 
Company, the owner of the Brimstone Railroad, and the only 
user of fuel oil at Sulphur Mine. According to the report, that 
company expects to use more than 1,500,000 barrels of fuel oil 
during the current year. That quantity means twenty loaded 
tank cars per day. ‘ 

Objection to the reduction was made by the Gulf, Colorado 
& Santa Fe, which serves the Texas Gulf Sulphur Company at 
Gulf Hill, Tex. That company is a competitor of the Union. 
In order to enable that company to compete with the one at 
Sulphur Mine, the Santa Fe proposes to establish a rate of 
10 cents from Galveston to Gulf Hill, a distance of approxi- 
mately 185 miles via the rails of the Santa Fe. There is a 
water route from Galveston to the plant of the Texas Gulf Sul- 
phur Company over which general merchandise but no oil has 
been transported. The Southern Pacific and the Kansas City 
Southern do not participate in transportation from Galveston to 
Gulf Hill, so the proposition of the Santa Fe would not involve 
a violation or disregard of the third section. 

Lake Charles interests protested the proposed rate as unduly 
preferential of Sulphur Mine and unduly prejudicial to indus- 
tries at Lake Charlies. Inasmuch as potential water routes exist 
to Lake Charles as well as to Sulphur Mine, the Lake Charles 
interests contended that whatever rate was accorded Sulphur 
Mine should be likewise extended to them. None of the indus- 
tries at Lake Charles competes with the sulphur company, says 
the report of the Commission, and apparently none of them 
proposes to procure oil from the Gulf ports by barge, as the 
Union Sulphur Company said that it would do if a satisfactory 
rail rate was not made. The Commission, therefore, said that 
the proposed lower rate to Sulphur Mine would not result in 
undue disadvantage to the Lake Charles interests. 

The Southern Pacific said that while the proposed rate was 
low, it would yield revenue which it could ill afford to lose and 
that the rate was proposed to forestall potential competition 
over water routes. Two or three usable water routes were dis- 
cussed by the Commission. One of them would be supplemented 
by a 16-mile pipe line from Nibletts Bluff to Sulphur Mine. The 
sulphur company owns a right-of-way from the bluff to its plant, 
and Nibletts Bluff is now used for transportation of fuel oil 
in barges to supply the Gulf, Sabine & Red River Railroad. 

At the hearing the sulphur company asserted that unless 
it could obtain a satisfactory rail rate, it would undertake to 
operate one of these water routes. In the past, it said, it had 
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moved sulphur to Sabine via Lockport and one of the water 
routes mentioned by the Commission. It estimated that the 
cost was. less than $1 a ton and that oil could be handled for 
even less with a loaded movement in each direction. The pres- 
ent rail rate on sulphur from Sulphur Mine to Sabine for coast- 
wise or export shipment is only $1.08 per gross ton, equivalent 
to 96.4 cents per net ton, or 4.8 cents per 100 pounds. 

Rates on crude oil for short hauls within Texas, the report 
said, were being considered in No. 11764, in the Matter of In- 
trastate Rates in the State of Texas and related cases. The 
Commission said that the maintenance of rates lower than pre- 
scribed in the Natchez Chamber of Commerce might preclude 
the oil producers of Louisiana from bidding for the sulphur com- 
pany’s business, but that if the potential water route should 
become active, Louisiana producers would not be benefited by 
the maintenance of a rail rate based upon that scale and the 
rail lines would lose the traffic. 


RECONSIGNMENT RULES AND CHARGES 


The Commission has dismissed No. 11739, Omaha Chamber 
of Commerce Traffic Bureau vs. C. B. & Q. et al., opinion No. 
7027, 62 I. C. C. 655-6, holding that the reconsignment rules and 
charges on coal and coke in all kinds of cars, and on freight in 
open top cars, effective August 20, 1920, in the territory west of 
the Mississippi River was not unreasonable nor unduly preju- 
dicial. 

The reconsignment rules and charges under attack were 
those put out last summer during the extreme shortage of coal 
cars. They were put out at the instigation of the Commission 
in the exercise of the emergency car service powers conferred 
upon it by paragraphs 10 to 17, both inclusive, of section 1 of the 
interstate commerce law. 

“Of that situation and of the efforts made to relieve it we 
take judicial notice,” said Chairman Clark. “In the course of our 
investigation of this situation it appeared that the promiscuous 
reconsignment of cars loaded with coal tended to reduce the 
available car supply and accordingly on July 13, 1920, we sug- 
gested to the carriers that as an emergency measure they take 
immediate steps to reduce this practice to a minimum. . Pursuant 
to that suggestion, the rules and charges here assailed were 
established under our special permission authorizing their pub- 
lication upon less than statutory notice. Considerable 
evidence was offered by complainants to show that under con- 
ditions surrounding the marketing of coal in Nebraska, Iowa and 
northern Minnesota, the rules complained of not only failed to 
accomplish the purpose of increasing the car supply, but actually 
reduced that supply and otherwise worked hardship upon receiv- 
ers of coal in that territory. We believe, however, that under the 
circumstances recited, the establishment of these rules was fully 
justified, even though instances might be shown in which they 
failed of their intended purposes, and that the carriers should 
not be required to respond in damages for increased charges 
arising thereunder.” 


LUMBER, PACIFIC COAST TO MINNESOTA 


The Commission, in’a report on I. and S. No. 1319, “Can- 
cellation of Lumber Rates from Pacific Coast to Minnesota via 
the C. St. P. M. & O. and G. N. Ry.” (mimeographed without opin- 
ion number or paging), has held as not justified the proposed 
withdrawal of the lines mentioned in the title of the case from 
participation in joint rates on lumber and forest products from 
points in California and Oregon to destinations in Nebraska, 
Iowa, Minnesota and Wisconsin. The suspended schedules, the 
suspension on which will run out on September 5, are to be can- 
celled. The carriers mentioned tried to withdraw from joint 
rates from the Hawley-Truckee group in California and Oregon, 
from which rates are four cents less than from the north coast 
group, on the ground that it would be foolish for them to be par- 
ticipants in joint rates, on long hauls, from that group when, if 
they were not parties to those rates, they might obtain the whole 
rate on hauls from the north coast group. 

Commissioner Eastman, who wrote the report, directed at- 
tention to the fact that the Commission uniformly has held that 
it is not within the power of the Commission or of the railroads 
to determine where certain persons or cities should transact their 
business, and that the Commission has also held that, as a matter 
of sound policy, a carrier is not justified in attempting to restrict 
its traffic to movement between points on its own line. He said 
the adjustment is of the carrier’s own making and that, in this 
case, the Commission was not called upon to say whether the 
wide blanketing of the rates was justified. 


S. & T. A COMMON CARRIER 


In another report on No. 4181, In the Matter of Allowances 
to Short Lines of Railroad Serving Industries, also known as the 
second industrial railways case, opinion No. 7041, 62 I. C. C. 
710-12, the Commission has held the Sheffield & Tionesta Rail- 
way Company to be a common carrier subject to the interstate 
commerce law, which may lawfully receive divisions out of joint 
rates or absorption of its switching charges under appropriate 
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tariff provisions, such divisions to be no more than reasonable 
in view of the fact that E. S. Collins, according to the report of 
the Commission, owns three industries served by the road, and 
has a substantial interest in others on its lines. The company 
operates more than forty miles of main track, owns five locomo- 
tives, five passenger cars and 29 freight cars. The average haul 
between what are called affiliated industries, meaning industries 
owned by Mr. Collins, is 22 miles and between independent in- 
dustries 17 miles. The road does not interchange equipment with 
its trunk line connections. 

The. industrial road divides joint rates on agreed percent- 
ages, which is a method used by the trunk lines. It is a member 
of the American Railway Association, collects demurrage and 
settles with the trunk lines on a per diem basis. 

According to the Commission’s report, the record does not 
afford facts on which it can prescribe the basis of the relation- 
ship between the industrial road and its connections. It requires 
the short line to make a report to it-as to the arrangement it 
may make with the trunk line connections. 


RATES ON ICE 


Rates on ice between points in western trunk line territory, 
state and interstate, and between St. Louis or East St. Louis 
and Chicago in the period between February 1 and August 8, 
1919, were condemned as unreasonable in No. 11467, Swift & 
Co. vs. Director-General, as agent, opinion No. 7018, 62 I. C. C. 
618-26, and reparation was awarded:. The report also covers 
No. 11540, Armour & Co. vs. Same; No. 11642, Cudahy Packing 
Co. vs. Same; No. 11521, Swift & Co. vs. Same; and No. 11499, 
Consumers Ice Co. vs. Same. Varying rates were imposed on 
shipments in the spring of 1919, when, owing to the shortage 
of ice, it was necessary to obtain it wherever possible, and that 
meant drawing it from unusual sources. 

The Commission found that the rates assessed were un- 
reasonable because and to the extent that they exceeded those 
established on March 22 in Boyd’s I. C. C. No. A-980 for like 
distances. Reparation will be ordered when the freight bills 


have been checked to the basis of the subsequently establishcd 
Boyd rates. 


WHITAKER-GLESSNER CO. RAILROAD 


In a report written by Commissioner Hall on No. 10533, Whit- 
aker-Glessner Co. vs. B. & O., Director-General, et al., opinion No. 
7055, 63 I. C. C 47-59, the Commission held that the Whitaker- 
Glessner Company’s railroad is a plant facility over which the 
defendants, B & O. and N. & W., cannot be required to perform 
interchange switching within the plant. The Commission also 
held that the placing of cars on the interchange tracks within 
the plant constituted delivery at the industry at the line-haul 
rate. A further holding was that the refusal of the trunk lines 
to perform interchange switching within the plant or to make 
in lieu thereof an allowance in money was not unreasonable, 
unjustly discriminatory, unduly prejudicial or in violation of the 
fourth section. The Commission has therefore dismissed both 
the complaint and a supplement thereto. : 

The industrial railway in this case is not separately incor- 
porated. The complainant operates that railway with its own 
power in moving inbound and outbound traffic from and to inter- 
change tracks connecting with the trunk lines. The industrial 


railway also performs intraplant service in the movement of ma- 
terials and supplies. 





RATES ON HORSES AND MULES 


In a report written by Commissioner McChord, with Com- 
missioner Daniels dissenting and writing a separate opinion in 
which Commissioner Potter concurred on No. 9966, Hudson Mule 
Co. et al. vs. Louisville & Nashville et al., opinion No. 7052, 63 
I. C. C. 6-17, the carriers are required on or before November 
1, to establish a distance scale on horses and mules beginning 
with 10 cents for 5 miles, 19 cents for’50 miles, 25 cents for 100 
miles, 35 for 200, 41 for 300, 45 for 400, 49 for 500, 53 for 600, 
57 for 700, 61 for 800, 65 for 900, and 69 cents for 1,000 miles. 
The leading case bracketed with a number of others, involving 
the same question attacked the rates on horses and mules from 
points in Kentucky and Tennessee, and from St. Louis, East St. 
Louis, Ohio River crossings, Nashville and from all points north 
of the Ohio and west of the Mississippi to destinations in Ala- 
bama and Georgia as being in violation of the first, second, third 
and fourth sections of the act to regulate commerce and sec- 
tion 10 of the federal control act. 

The Commission held that the existing rates were unreason- 
able and should be superseded by the scale hereinbefore men- 
tioned; that through rates in excess of the aggregate of inter- 
mediates were unreasonable and that reparation should be made. 
The Commission in fourth section order No. 8035 gave relief to 
the indirect routes in accordance with the equi-distant clause of 
the fourth section. 

In his dissent Commissioner Daniels said the record in this 
case clearly rebutted the presumption that the rates in violation 
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of the aggregate of the intermediates was unreasonable. There- 
fore he said there should be no reparation. 


DIVISIONS TO E. J. & TERMINAL CO. 


In a rehearing in No. 6900 (growing out of the Commission’s 
previous findings in 36 I. C. C. 146 and 37 I. C. C. 357), the Com- 
mission, in its opinion No. 7059, East Jersey Railroad & Ter- 
minal Co. vs. Central Railroad Company of New Jersey, Director- 
General, as agent, et al., 63 I. C. C. 80, prescribed reasonable 
divisions for complainant out of the joint rates prescribed in 
the original reports from various territories to points in New 
York Harbor lighterage distict. 

The East Jersey line connects with the Central of New 
Jersey at Bayonne, N. J., and handles interline traffic from the 
Cc. R. R. of N. J. to points in New York lighterage district via 
its rails to a pier on the Kill Van Kull waterway, which connects 
Newark Bay with New York harbor, thence via lighterage to 
its various deliveries. 

Notwithstanding the increases in the joint rates during the 
last fifteen years, the divisions accruing to complainant had not 
reflected any increase, the complaint said. In disposing of the 
case the Commission found that complainant’s divisions on and 
after June 27, 1918, were, are and will be unjust, unreasonable 
and inequitable to the extent that they fail to reflect the in- 
creases effected by General Order 28 of the Director-General, and 
in “Increased Rates, 1920,” 58 I. C. C. 220. 


RATES ON GASOLINE 


A finding of unreasonableness has been made in No. 10966, 
Southern Carbon Co. vs. Arkansas & Louisiana Midland Railway 
Co., Director-General, as agent, et al., opinion No. 7047, 62 I. C. C. 
733, as to rates on gasoline in tank cars from Fairbanks, Spyker, 
Guthrie, and other Louisiana points in the Monroe district, to 
Baton Rouge and New Orleans, Vicksburg, Miss., Memphis, Tenn., 
St. Louis, Mo., East St. Louis, Cairo and Chicago, Ill., Cincin- 
nati, Columbus, Cleveland and Toledo, O., also to Pittsburgh and 
Philadelphia, Pa., Baltimore, Md., and New York, N. Y. Repara- 
tion on shipments from Spyker, Fairbanks and Guthrie to To- 
ledo is ordered. The rates to Baton Rouge and New Orleans 
involved are those applicable via interstate routes, the Louisiana 
state rates not being involved. 

In addition to the finding of unreasonableness, it was found 
that shipments to Toledo were overcharged. Charges were col- 
lected on the basis of 85.6 cents, 83.5 cents and 96 cents, during 
different periods dating from prior to March 25, 1919, to January 
23, 1920, being made by use of fifth class rates to New Orleans 
via Vicksburg, plus commodity rates beyond. Defendants’ tar- 
iffs provided for combination rates made by use of fifth class 
to Monroe, commodity rate to Vicksburg, and commodity rate 
beyond to Cincinnati, plus commodity rate Cincinnati to Toledo, 
using the factors as in effect on June 24, 1918, and adding to 
the sum thereof the 4.5 cents per hundred pounds increase pre- 
scribed by the Railroad Administration in freight rate authority 
No. 96. 54 

In prescribing rates for the future the Commission orders 
that rates from the Monroe district points mentioned be made 
no higher than the rates from Shreveport to same destinations. 


DEMURRAGE AND STORAGE ON MOTOR CARS 


The Commission has dismissed No. 11248, Dodge Brothers, 
Inc., for the benefit of N. V. Velondrome, Ltd., and Levy Her- 
manos against A. T. & S. F., Director-General, et al., opinion 
No. 7035, 62 I. C. C. 689-92, holding that demurrage and storage 
charges assessed at San Francisco on carload shipments of 
motor cars under through export bills of lading in the early 
part of 1918 from Detroit to the Philippine Islands and Java 
were not illegal, unreasonable, nor unduly prejudicial. The 
Shipments in question were billed for certain ships which were 
later commandeered for miltary use. The shipper was in no 
way responsible nor was the railroad company for the detention 
of the goods at San Francisco. Commissioner Potter dissented 
for the reasons stated by him in American Smelting & Refining 
Co. vs. Director-General, 62 I. C. C. 583. He said it was his 
view the government was responsible for the detention of the 
Shipments in question and that the railroad, being in the hands 
of the government, no demurrage as a proposition of law could 
accrue by reason of the detention. 


RATES AND WEIGHTS ON LOGS, BOLTS, BILLETS, ETC. 

The Commission has dismissed No. 11530, Cairo Association 
of Commerce et al. vs. Illinois Central et al., opinion No. 7039, 
62 I. C. C. 701-4, holding that the so-called net rates on logs, 
bolts, billets and poles, in carloads, from points on the Illinois 
Central and Mobile & Ohio south of the Ohio River to Cairo 
and minimum weights maintained by the Illinois Central with 
such rates were not unreasonable. A question of the meaning of 
tariff language was involved in this case, one of the contentions 
being that billets and bolts are the same thing and should take 
the same rates. Sometimes the rates on billets were applied, 
but lately the higher rates on bolts has been assessed. Chair- 
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man Clark, who wrote the opinion, said that the pieces of woou 
which were placed in evidence by the complainants were billets 
and not bolts and that the net rates and minimum weights 
assailed were and are not unreasonable. 


LOGS, S. C. TO N. C. POINTS 


New rates are to be established by the carriers on poplar 
and gum logs from South Carolina points to destinations in 
North Carolina on or before October 28, in accordance with the 
order issued by the Commission in No. 11414, Southern Veneer 
Association et al. vs. Atlantic Coast Line, Director-General, et 
al., opinion No. 7029, 62 I. C. C. 669-74. In a report written by 
Commissioner Daniels the complex and inconsistent adjustments 
in North and South Carolina were reviewed at length and the 
Commission came to the conclusion that maximum reasonable 
rates for the future should be established in accordance with 
a scale beginning with 7 cents for 100 miles, 11 for 200, 14 for 
300, and 16.5 for 400 for single-line applications. For joint-line 
application not more than 2.5 cents, the Commission said, should 
be added to the scale. The scale includes the Ex Parte 74 
increases. Reparation was awarded in instances where lower 
combinations existed over the routes of movement than the 
rates charged and where shipments were misrouted. 


RATES ON MINE PROPS 


A holding of unreasonableness and an award of reparation 
have been made in No. 11736, Lehigh & Wilkes-Barre Coal Co. 
vs. Director-General, as agent, opinion No. 7051, 63 I. C. C. 3-5. 
The Commission held that the rates on mine props in carloads 
from points in Maryland, Virginia and Delaware to Plymouth, 
Pa., moving in the period from June 25, 1918, to December 27, 
1918, were unreasonable to the extent that they exceeded 14.5 
cents from points north of New Church, Va., and 17 cents from 
all points on the N. Y. P. & N. R. R. in Virginia, New Church 
to Cape Charles, Va., inclusive, and reparation is to be made 
down to those figures. 


RATES ON ICE 


A holding of unreasonableness and an award of reparation 
have been made in No. 11943, Capital Ice & Storage Co. et al. 
vs. St. Louis-San Francisco, opinion No. 7031, 62 I. C. C. 677-9, 
as to the rates and charges on ice from Carthage and Joplin, 
Mo., to Oklahoma City. The Commission held the charges 
imposed to have been unreasonable and unlawful because and 
to the extent that in the summer of 1920 they exceeded 13 cents, 
minimum 36,000 pounds, and that the present rates are unrea- 
sonable to the extent that they may exceed 17.5 cents per 100 
pounds. 


COAL RATES AT SPRINGFIELD, ILL. 


A finding of unreasonableness and an award of reparation 
have been ‘made in No. 11781, Citizens Coal Mining Co. vs. Di- 
rector-General, as agent, opinion No. 7037, 62 I. C. C. 695-6, as to 
rates on soft coal from the complainants’ mines A and B, near 
Springfield, Ill., to Springfield during federal control. The Com- 
mission said that the rates were unreasonable to the extent that 
they exceeded 20 cents per net ton with a minimum of $6.50 per 
car. 


RATE ON PEANUT OIL 


On further consideration in No. 11422, Procter & Gamble Co. 
vs. Director-General, as agent, opinion No. 7042, 62 I. C. C. 713, 
the Commission has held the rate on peanut oil in tank cars 
from Suffolk, Va., to Macon, Ga., in July and August, 1919, was 
unreasonable because and to the extent that it exceeded 36 cents 
per 100 pounds. The prior finding that the L. C. L. rate on pea- 
nut oil in barrels from Suffolk to Macon was not unreasonable 
was affirmed. The original report in the case was made in 60 
i, Cc. C. Tot. 


CYPRESS LUMBER AND SHINGLES 


In a report on reconsideration in No. 10737, Monroe Shingle 
Company vs. St. Louis Southwestern, Director-General, et .al., 
opinion No. 7043, 62 I. C. C. 714-20, the Commission has reversed 
report on the situation involved in :this. and a related complaint, 
holding that the rates on cypress lumber and shingles, in straight 
or mixed carloads, or mixed with pine lumber and shingles, in 
carloads, from Lake Charles to various destinations in Texas 
were and are not unreasonable or unjustly discriminatory. The 
report also covers No. 7924, Independent Co-operative Lumber 
Co. vs. Louisiana Western et al., and No. 8498, Same vs. Abilene 
& Southern et al. 

The railroads contended that if the cypress rates were 
forced down to the pine basis from Monroe, similar reductions 
would be necessary from the large cypress producing region of 
southern Louisiana, the large producers in which, with the ex- 
ception of complainants in No. 7924 and 8498, are not now com- 
plaining. The Commission said that the rates assailed on cypress 
shingles from Monroe, in view of the facts brought out, were 
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and are not unreasonable, thereby reversing its former holding 
on that point. 


RATE ON MOTOR CARS 


An award of reparation on account of an unreasonable rate 
on motor cars, dead, on their own wheels, from Minneapolis to 
San Diego, Calif., has been made in No. 12016, San Diego & 
Arizona Railway Co. vs. Atchison, Topeka & Santa Fe et al., 
opinion No. 7030, 62 I. C. C. 675-6. A rate of $1.72 was applied. 
The Commission held the rate to be unreasonable to the extent 
that it exceeded $547 per car. The rate to which reparation 
is to be made applied on the same commodity in the opposite 
direction. 


BEANS FROM NEW MEXICO 


The Commission has dismissed No. 11297, State Corporation 
Commission of New Mexico vs. Abilene & Southern et al., opinion 
No. 7050, 63 I. C. C. 1-3, holding that the rate on beans from 
Deming, N. M., to interstate destinations east thereof, was and 
is not unreasonable, unduly prejudicial or otherwise unlawful. 


RATE ON WIRING HARNESS 


In No. 11738, Chevrolet Motor Company of California vs. 
Union Pacific, Director-General, et al., opinion No. 7036, 62 
I. C. C. 693-4, the Commission held that the rate imposed on 
so-called wiring harness, included in carload shipments of start- 
ing devices from Toledo, O., to Oakland, Calif., was illegal and 
directed a refund. The complaint was dismissed with that dis- 
position of it. The inclusion of wires necessary to make the 
starting apparatus usable caused the carrier to raise the rating 
on the starting devices to that of first class applicable on elec- 
trical appliances, N. O. I. B. N. The Commission found that 
the rates applicable on starting devices should have been applied. 


RATES ON ROOFING | 
The Trafic World Washington Bureau 


In No. 11481, Certainteed Products Corporation et al. against 
the Santa Fe et al., the Commission has condemned as unduly 
prejudicial commodity rates on prepared roofing from Marseilles 
and East St. Louis to interior jobbing centers in Minnesota, the 
Dakotas, Nebraska and Kansas. It ordered the carriers, by No- 
vember, to revise such rates so that, to interior jobbing points, 
they will not exceed commodity rates to Duluth, Twin Cities 
and Missouri River cities by more than twenty per cent, the per- 
centage of the commodity rates to the fifth class rates on like 
traffic to Duluth, Twin Cities and Missouri River cities. 


INVESTIGATION OF ABANDONMENT 
The Trafic World Washington Bureau 


The Commission’s bureau of inquiry is making an investi- 
gation of the abandonment of operation by the receiver of the 
Missouri & North Arkansas, with a view to criminal prosecution, 
if the facts warrant. Commissioner Meyer, in a letter to Rep- 
resentative Oldfield, expressed doubt as to whether it- would be 
advisable for the Commission to undertake a criminal prosecu- 
tion in a case of such doubtful value as this one seemed to be. 
Nevertheless, the investigation is being made because Mr. Old- 
field asked the Commission to look into the subject with a view 
to the application of that part of the first section of the inter- 
state commerce law which says that abandonment of the opera- 
tion of a railroad, without the permission of the Commission, 
may be punished by a fine not exceeding $5,000, or imprisonment, 
of a natural person responsible therefor for not more than three 
years, or both. 

In this case the railroad, the operation of which was aban- 
doned, was in the hands of a receiver appointed by Judge You- 
mans. According to allegations that reached the Commission be- 
fore the Arkansas congressman suggested criminal prosecution, 
the receiver had to give up his effort to keep the road going 
because he had no money and could not obtain enough to meet 
the pay roll and other obligations. 

Commissioner Meyer, in his letter to Mr. Oldfield, suggested 
that at the outset of an attempt to prosecute those responsible 
for the abandonment there would be a question of jurisdiction 
and court comity. The receiver, who would have to be prose- 
cuted, was appointed by Judge Youmans and the criminal action 
would have to be brought in the court of the judge who appointed 
the receiver. If the court proceeding were not brought there, 
but in some other court, the question of comity would arise, be- 
cause no judge will take jurisdiction of a matter on which an- 
other judge has acted, except 9n appeal. Court proceedings in 
this case would not even be in the nature of an appeal. 

Commissioner Meyer, quoting the law, called attention to 
the fact that the abandonment, without the permission of the 
Commission, could be enjoined by any court of competent juris- 
diction at the suit of the United States, the Interstate Commerce 
Commission, any Commission or regulating body of the state or 
states affected, or any party in interest. 

“Inasmuch as the abandonment has already been effected,” 
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said he, “it would seem that injunction proceedings would now 
be without avail and, even if injunction were sought, action 
would have to be brought in Judge Youman’s court, or some 
other court which, out of comity, would respect Judge You- 
mans’ authority over the receiver in the premises. 

“For similar reasons of jurisdiction and comity, it seems 
improbable that criminal proceedings would be effective, and it 
does not appear consonant with sound principles in the admin- 
istration of the act to make our first test in a doubtful case. 

“In the meantime your attention is invited to the fact that 
any commission or regulating body of the state or states affected 
or any party in interest may invoke the jurisdiction of the courts 
as well as the United States or the Interstate Commerce Com- 
mission.” 

The decision of the Commission not to begin court proceed- 
ings against the Missouri & North Arkansas is not the first con- 
tact the Commission has had with the financial difficulties of 
that railroad. On the contrary, the Commission, prior to the 
time the road gave up the ghost, allowed it all the law would 
permit it to give by way of reparation for things done with or 
to the road during federal control. 

But the thing has been hopeless. The road began operations 
in 1909, or thereabouts, and it had a deficit every year from 
1910 to the end of December, 1920, except 1916 and 1917. In 
1916 it had a net of $51,128 and in the following year $88,004. 
In 1919, under federal control, it had a deficit of $1,130,217. In 
the first six months of this year it had an operating deficit of 
$338,603, compared with a deficit of $201,574 in the preceding 
year. 

Inasmuch as the road in the last eighteen months had not 
been able to meet its operating expenses, the Commission saw 
that it was hopeless. But the people living in the towns built 
along its rails have been unwilling to believe that conditions 
could be as bad as represented. They had an idea that there 
was “skullduggery” about the matter, but it is believed they 


will shortly realize that the tragedy they have feared has fallen 
on them. 


COMMISSION ORDERS 


The Chamber of Commerce of Kansas City, Mo., has been 
permitted to intervene in No. 12743, Swift & Co. vs. A. T. & S. F. 
Ry. et al. 

Petitions of the Director-General for rehearing in Nos. 
10971, Litile Fork Coal Co. vs. Eastern Kentucky et al., and 
10470, Cannon Manufacturing Co. vs. Southern Ry. et al., have 
been denied. 

On petition of the Louisiana Public Service Commission, 
the Commission has reopened Nos. 8845, Natchez Chamber of 
Commerce vs. Louisiana & Arkansas et al., 8920, Same vs. 
Arkansas, Louisville & Gulf et al., and 9036, Same vs. Arkan- 
sas & Louisiana Midland et al., to consider rates on petroleum, 
crude, fuel and residuum, and acid phosphate. 

Petition of complainant to amend the complaint in No. 
10987, the Consolidation Coal Co. vs. C. & O. et al., in order to 
include therein rates on shipments of coal from mines on Millers 
Creek Railroad to points in C. F. A. territory, Western Classifi- 
cation territory and Canada, moving during the period December 
25, 1915, to October 6, 1917, has been denied. 

The American Cotton Oil Company and Industrial Cotton Oil 
Properties have been permitted to intervene in No. 12798, Gal- 
veston Commercial Assn. vs. G. H. & S. A. et al. 

The order in No. 10083, Whitewater Lumber Co. vs. Alabama 
Central et al., has been modified so as to permit defendants to 
establish rates in compliance therewith on five days’ notice. 

Complainants’ petition for rehearing in No. 11083, Portland 
Traffic & Transportation Assn. et al. vs. Director-General, Ann 
Arbor et al., has been denied. 

The effective date of the urder entered in Nos. 10500, Cor- 
poration Commission of North Carolina vs. Director-General, 
A. C. L. et al., and 10515, Raleigh Chamber of Commerce et al. 
vs. Director-General, S. A L. et al., has been extended from 
September 15 to November 15. 


PETITIONS FOR REHEARING, ETC. 

The Director-General has filed a motion asking dismissal 
of No. 12947, Florida Citrus Exchange vs. Director-General et al., 
for want of jurisdiction. The motion further said that if the 
Commission should decide that it had jurisdiction the allegations 
contained in the complaint should be made more definite. 

The Director-General has asked for a rehearing in No. 11006, 
Kalamazoo Tank & Silo Company vs. Director-General. 

The Director-General has asked for a rehearing or reargu- 
—_— in No. 11039, Riverton Lime Co., Inc., vs. Director-General 
et al. 

The Director-General has filed a further petition with the 


Commission for rehearing in No. 11090, Prairie Pipe Line Co. vs. 
Director-General et al. 


Inquiries from our DAILY TRAFFIC WORLD sub- 
scribers are answered by mail or wire and are always 
treated as confidential. 
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RATES ON CORN AND OATS 


A finding of unreasonableness as to rates on corn and oats 
from Ashland, Lexington, McLean, Rutland, Stanford and We- 
nona, Ill., to Memphis, accompanied by a recommendation that 


reparation be denied, has been proposed by Assistant Chief Ex- 
aminer Ulysses Butler in a report on No. 11722, Clarke-Burkle 
& Co. et al. vs. Director-General, as agent. 

The rates, according to the complaint, were in violation of 
the aggregate of intermediates’ part of the fourth section. The 
complainants said that they had made shipments from Clemoor, 
but the Commission said it could find no such station in the 
book, and that evidently the shipments in question were made 
from Rutland. Rates of 24 and 221% cents were imposed. On 
December 31, 1919, the rates were reduced to 16% and 17% 
cents, and were thereby free from fourth section violations. 

Reparation, Butler said, must be denied, because there was 
not adequate proof showing that complainant had paid and borne 
the charges. 


ILLEGAL DEMURRAGE CHARGES 


An award of reparation on account of illegally imposed 
demurrage charges on 174 cars containing various commodities 
has been recommended by Examiner Paul O. Carter in a report 
on No. 12296, International Paper Company vs. Director-General 
as agent. The cars in question arrived and were released at 
Wilder, the point where the complainant had its plant, Wells 
River, and Northboro, Vt., in January, 1918. Carter said the 
agent at Wilder conducted his business in a loose manner and 
that the practices indulged in by him should not be sanctioned. 
The agent claimed to have sent notices of arrival at Wells River 
and Northboro but the complainant contended that they had 
never been received. The agent depended on the eyes of the 
complainant’s agents to note the arrival of cars at Wilder, deem- 
ing notice unnecessary. He based his demurrage bills on that 
method of keeping books, the examiner said. Therefore, Carter 
said, on 98 cars shown by the records to have been actually 
placed, free time should be computed from the first 7 a. m. after 
actual placement instead of the first 7 a. m. after arrival at 
Wilder; but inasmuch as no written notice of constructive place- 
ment was given, the examiner said that refund should be made 
on 98 cars. 

As to the 32 cars constructively placed at Wells. River and 
Northboro, he said the free time should be counted from the 
first 7 a. m. after written notice instead of after arrival and 
that one day should be allowed for bringing a car from Wells- 
boro or Northboro to Wilder. 

As to 44 cars, Carter said the defendant did not give or 
send written notice of constructive placement, therefore, the 
charges on them should be refunded. p 





CHARGES ON CITRUS FRUIT 


A recommendation of dismissal has been made-by Examiner 
Burton Fuller in a report on No. 12368, Florida Citrus Exchange 
vs. Director-General, as agent, on a holding that charges col- 
lected on citrus fruit in half-size field boxes from the groves at 
Altoona, Orange Bend, Sorrento and Paola, Fla., to Tavares, Fla., 
for packing and reshipping beyond, and on the empty boxes be- 
tween Tavares and the groves, had not been shown to be un- 
reasonable. 

The allegation in this case was that the charges on fifteen 

carloads of citrus fruit shipped in January, 1919, from the points 
of origin mentioned to Tavares, for packing and reshipment be- 
yond and the charges on eleven carloads of empty field boxes 
returned from Tavares to the groves were unjust and unreason- 
able. The Atlantic Coast Line moved the traffic. Reparation 
only was sought. 
_ Field boxes used by complainant were just about half the 
size of the standard box prescribed by the Florida legislature. 
On October 23, 1918, the Atlantic Coast Line, in conformity with 
the action of other carriers in Florida, cancelled rates on the 
half-size boxes and provided that the rates shown in the tariff 
would apply on citrus fruit in field boxes of dimensions not ex- 
ceeding those of the standard boxes. 

The rates on the half-size boxes were originally established 


at the request of complainant and others on the representation . 


that a number of shippers had purchased a quantity of the half- 
Size boxes. When the Florida legislature prescribed the standard 
_ the carriers proposed to cancel the half-size box rates, but 
le shippers prevailed upon them to continue the rates until the 
boxes had been used up. 
si Complainant, according to the examiner, had ample opportu- 
inn between 1915, when the standard box was prescribed, and 
’, to make arrangements to do its shipping in the standard 
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size container. The examiner said that the higher charges on the 
fruit collected from the complainant resulted from its own action 
and that, therefore, it was not entitled to reparation. 


RATES ON BRASS SHEETS, RODS, ETC. 


In a proposed report on No. 12137, West Virginia Metal 
Products Co. vs. Baltimore & Ohio et al., Examiner Henry C. 
Keene has recommended a holding that rates on brass sheets, 
10ds, wire and tubes from Fairmont, W. Va., to Cincinnati, Detroit, 
St. Louis, Toledo and Flint, Mich., were and are unreasonable to 
the extent that they exceed the rates on like commodities from 
Pittsburgh. A similar finding is recommended as to the same 
point of origin and destination on less than carloads of copper 
and brass sheets, rods, wire, and tubes; also that the rates on 
the commodities mentioned are unduly prejudicial, in favor of 
the competitors of the complainant, at Pittsburgh. 

Rates on the commodities mentioned, to no other destina- 
tions north, east and west of Fairmont, the examiner said, 
should be held to be not unreasonable or otherwise unlawful. 
The points to which the rates were recommended by the ex- 
aminer to be unreasonable are those in which the complainant 
hopes to do the most business. Adoption of the report would 
cut off the third and fourth class differentials of 4 and 3 cents 
per 100 pounds now imposed against traffic from Fairmont to 
the destinations mentioned. 


RATES ON CEDAR SHINGLES 


Attorney-Examiner W. A. Disque, in a report on No. 11982, 
A. & C. Mill Co. vs. Aberdeen & Rockfish, Director-General, et al., 
has recommended a holding that rates on cedar shingles from 
points in the so-called coast group in Oregon, Washington and 
British Columbia, to destinations in practically all other states 
and Canada are not unreasonable, unjustly discriminatory or un- 
duly prejudicial except to points in Oklahoma and Texas. As to 
the points in those states he said the Commission should hold the 
rates unreasonable because and to the extent that they exceeded 
by more than 10 cents, prior to August 26, 1920, the rates on 
fir lumber, and 13.5 cents since that date, on which the last 
general increase in rates became operative. He also recom- 
mended reparation on all shipments to the states mentioned. 

The complainants in this case tried to obtain rates on cedar 
shingles no higher than the rates on lumber of kinds other than 
cedar. Locally in the territory in which cedar shingles originate 
there is no distinction in rates between them and lumber. Lines 
leading to Missouri River cities and Minnesota that do not serve 
the north coast group, however, do make a distinction in rates 
and the distinction is reflected in the through rates to destina- 
tions everywhere. In 1909 the Commission approved a 10-cent 
difference against shingles on the theory that there was little 
competition between the patent roofing materials made in the 
east and the shingles. The complainants produced figures to 
show that while that may have been..true in 1909 it was not 
true in 1920. The examiner pointed out that it takes nearly two 
cars of shingles to yield the revenue of one car of fir and that 
inasmuch as the westbound movement is empty, to supply cars 
for shingles meant hauling two empties to earn the same revenue 
that accrued from one carload of fir lumber. Therefore the ex- 
aminer said the differential should be continued. 


COLLECTION OF TRANSIT CHARGE 


Lumbermen who have been innocent by-standers and, there- 
fore, in some danger on account of the fight at Jackson and 
Brookhaven, Miss., between the Illinois Central and the Yazoo 
& Mississippi Valley on the one side and the New Orleans Great 
Northern, Gulf & Ship Island, and Mississippi Central on the 
other, over the question as to whose right it is to collect the 
charge for stopping lumber in transit for planing, are to be 
relieved of that danger if the Commission adopts the recom- 
mendation of Attorney-examiner W. A. Disque in a report on 
No. 11426, Illinois Central et al. vs. New Orleans Great North- 
ern et al. The Illinois Central and its subsidiary perform most 
of the service at the transit points but the originating lines have 
been collecting and retaining the money since March 1, 1920, 
on the ground that, as initial lines they have the right to pub- 
lish the rates and collect the charges. The Illinois Central and 
its child have been claiming the same right. Both sets of car- 
riers have published. the charge. Each set of tariffs says the 
transit charge will be collected by the issuing carriers. The 
Illinois Central and the Y. & M. V., however, have not carried 
out the provision of their tariff. Under protest they have allowed 
the initial lines to enforce theirs. Disque said the initial lines 


took the ground that the Illinois Central was their servant to do 
work for them while they collected the money. 


Inasmuch as 
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the initial lines held the cars until the charges were paid, they 
have the money. 

Disque said that transit was a joint enterprise and all lines 
should have a voice in establishing the amount of the charge, 
that the collection of money should be made by the carrier that 
could do the work most economically and efficiently, and that 
in no circumstances should their dispute be allowed to incon- 
venience the shipper. He said the Commission should require 
the carriers to settle their dispute on that basis and if they could 
not agree as to how the money should be divided, they should 
come to the Commission again with their troubles. 


RATE ON MANGANESE ORE 


As viewed by Examiner J. Edgar Smith, the rate of $5.52 
a gross ton on manganese ore from First Ford, Va., to Pitts- 
burgh and Sharpsburg, Pa., in the period from’March 3 to June 
2, 1919, was not unreasonable, considering the value of the com- 
modity, which he stated to be about $2,000 a car. He expressed 
that opinion in a report on No. 12352, C. G. Chevalier vs. Di- 
rector-General, as agent, in which he recommended the dis- 
missal of the complaint. After the shipments, about twenty 
in number moved, the Railroad Administration reduced the rate 
to $4.50 a gross ton. The complainant thought that that rate 
should be regarded as reasonable for retroactive application. 
Smith said that a finding of unreasonableness could not be 
predicated upon the fact that a rate was reduced subsequent to 
the movement, at the solicitation of the complainant. 





RATES TO NEW ENGLAND PAPER PLANTS 


Examiner F. E. Early, in a report on No. 12022, New England 
Paper and Pulp Traffic Association et al. vs. Hoosac Tunnel & 
Wilmington et al., has recommended a holding that rates on vari- 
ous commodities to and from the complainants’ plants on the 
Hoosaec Tunnel & Wilmington, an independent short line car- 
rier, made by combination on junction points with trunk lines, 
were and are unduly prejudicial to complainants as compared 
with joint rates afforded their competitors in New England and 
adjacent territory. He said the record should be held open to 
afford the parties an opportunity to agree on the proper adjust- 
ment of the rates, failing which the case should be further heard. 
He recommended a further finding that the refusal of the Hoosac 
Tunnel to spot cars at points of loading and unloading within the 
plant of the New England Company at Mountain Mills, Vt., be- 
yond the present points of interchange was and is not unreason- 
able or unduly prejudicial. 


UNREASONABLE CALIFORNIA RATES 


In a tentative report on No. 11472, California Packing Cor- 
poration et al. vs. Director-General, as agent, Examiner Henry C. 
Keene has recommended a holding that the rates on canned 
goods, carloads and less carloads, empty cans, returned empty 
boxes and fruit pits, less carloads, between points in California 
on and after June 25, 1918, were not unreasonable or otherwise 
unlawful. He recommended, further, that the Commission hold 
rates unreasonable and unduly prejudicial and award reparation 
on fre8h fruits and vegetables, carloads, and wine grapes, Car- 
loads, between points in California on and after June 25, 1918, 
because and to the extent that they exceeded the rates subse- 
quently established by the Director-General. A similar finding 
was recommended as to rates on L. C. L. shipments of fresh fruits 
and vegetables, fruit pits in carloads, and returned empty boxes 
and crates, carloads, between points in California, on and after 
June 25, 1918. 


RATES ON FLOUR 


Examiner M. G. de Quevede, in a report on No. 12522, George 
M. Champlin, receiver, vs. L. V., Director-General, et al., has rec- 
ommended a holding that rates on self-rising compound flour, 
carloads, from Cortland, N. Y., to points in Massachusetts, New 
York, Pennsylvania, New Jersey and other destinations in Official 
Classification territory were not and are not unreasonable or 
otherwise unlawful. 


RATES ON PYRETHRUM FLOWERS 


Examiner J. Edgar Smith has recommended the dismissal 
of No. 12321, Gilpin, Langdon & Co. vs. Director-General; as agent, 
on a finding that the domestic class rates on imported pyrethrum 
flowers from Pacific coast terminals to Baltimore between June 
25, 1918, and May 29, 1919, inclusive, were not unreasonable. The 
report also covers Sub. No. 1, McCormick & Co. vs. Same. 


RATES ON LINSEED OIL. MEAL 


A new basis of rates on linseed oil meal from Undercliff, 
N. J., to Chicago, North Hammond, Ind., and other C. F. A. 
points has been recommended by Examiner Paul O. Carter in 
a report on No. 12290, Midland Linseed Products Co. vs. Erie, 
Director-General et al. He recommended that the Commission 
require the railroads to establish on linseed oil meal rates no 
higher than those applicable on gluten or glucose feed. Sixth 
class rates were assessed on the shipments in question. The 
defendants contended that the rate on gluten feed was not 
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properly to be used in arriving at a rate on linseed meal, be. 
cause the movement under the gluten feed had been very smalj 
and therefore should not be extended to other commodities, 
Carter said the record did not contain any positive evidence 
that complainant had paid and bore the charges, and that there. 
fore the prayer for reparation should be denied. 


RATES ON CEMENT, TEXAS TO ARIZONA 


Examiner Harris Fleming thinks the Commission should dis. 
miss No. 11968, Southwestern Portland Cement Co. vs. Arizona 
Eastern, Director-General, et al., on a holding that the rates on 
cement from El Paso, Tex., to Avondale and Cashion, Ariz., were 
applicable between February 18, 1919, and August 9, 1919, and 
not unreasonable. 


MANURE, NEVADA TO CALIFORNIA 


Attorney-Examiner Charles F. Gerry, in a report on No, 
12294, Calivada Fertilizer Company vs. Southern Pacific, Director. 
General, et al., has recommended a holding that the rates on 
animal manure from Perth, Lovelock and Kodak, Nev., to points 
in California are unjust and unreasonable. He recommended 
reparation on shipments within the period of limitation. The 
report also covers No. 12306, E. W. Fallini vs. Southern Pacific; 
No. 12540, Same vs. Same; No. 12429, Pacific Guano & Fertilizer 
Co. vs. Same; and No. 12429, Sub-No. 1, Same vs. Sou. Pac. Co. 
et al. Gerry recommended that the rates imposed on shipments 
involved in the complaint were unreasonable to the extent that 
they exceeded $3.20 a ton for 300 miles, with 50-cent additions 
to the rate for each 100 miles increasing distance up to 600, and 
then 40-cent increases for each 100-mile block up to 800, in- 
creased 25 per cent under General Order No. 28, and 25 per cent 
under Ex Parte No. 74. He recommended that the distance 


scale be ordered in for the future. 


OREGON RATE ON SLAB WOOD 


Examiner F. W. McM. Woodrow has recommended the dis- 
missal of No. 11313, the Grande Aronde Lumber Company ys. 
0.-W. R. R. & N. Co. et al., on a holding that the rate for intra- 
state transportation of slab wood from Perry to LaGrande, Ore., 
during federal control was not unreasonable. 


BEAUXITE ORE, GA. TO CHICAGO HEIGHTS 


Attorney-Examiner Arthur R. Mackley, in a report on No. 
12069, General Chemical Co. vs. Central of Georgia, Director- 
General, et al., has recommended dismissal on the grounds that 
the rate on six carloads of beauxite ore from Republic, Ga., to 
Chicago Heights in the period from November 16 to December 
24, 1918, was not unreasonable. A rate of $6.70 was imposed. 
The complaint was directed against the charge north of the 
gateways, the allegation being that it was unreasonable to the 
extent that it exceeded $2.40 a ton. 


ICE, WISCONSIN TO CHICAGO 


Attorney-Examiner Arthur R. Mackley has advised repara- 
tion in No. 12062, Wilson & Co. vs. Director-General, on account 
of an unreasonable rate on 60 carloads of ice from Shell Lake, 
Wis., to Chicago in March, 1919. The distance scale rate of 
16.5 cents was applied. Later that scale was revised so as to 
apply a rate of 12.5 cents and Mackley thinks reparation should 
be made to that basis. 


GAS AND FUEL OILS TO BURLINGTON 

In a report on No. 12003, Burlington Shippers’ Association 
et al. vs. Arkansas Central, Director-General, et al., Examiner 
Bronson Jewell has recommended a holding that the rates on 
gas and fuel oils, from points of origin in Boyd’s I. C. C. No. 
A-916 (groups in the Mid-Continent oil field) to Burlington were 
and are unreasonable because and to the extent that the rates 
on gas and fuel oils were higher than five cents under the rates 
on refined oils. The carriers applied the same rates on the 
crude and fuel oils and on the more valuable refined oils. They 
did that notwithstanding the admonition in the Mid-Continent 
case to make the lower grades and crude. five cents less than 
the refined oils. The complainants, in whose behalf Anderson 
& Gustafson, Inc., intervened, claimed that they should be put 
more nearly on a parity with St. Louis. The railroads, however, 
said the rates to St. Louis were unduly low, being depressed 


by pipe line transportation, especially from Wood River and 
Roxana. 


GASOLINE, OKLAHOMA TO KANSAS 


Examiner J. P. McGrath, in a report on No. 12181, Standard 
Asphalt & Refining Co. vs. Midland Valley, Director-General, et 
al., has recommended a holding of unreasonableness and an 
award of reparation as to rates and charges on absorption gaso- 
line from Big Heart and Turley, Okla., to Independence, Kan. 
The examiner said the rates imposed on shipments in March, 
1919, should be held unreasonable because and to the extent 
that they exceeded 16.5 cents. The complainant contended for 
a rate of 15.5 cents. 
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August 13, 1921 


BILL TO FINANCE RAILROADS 


The Trafic World Washington Bureau 


Secretary Mellon, August 11, sent a letter to Chairman Mc- 
Fadden, of the House banking committee, asking him to expedite 
passage of the bill making available to the War Finance Corpo- 
ration funds to be used in financing the railroads in accordance 
with the plan of the funding bill. The War Finance Corporation 
at present has a credit balance of $400,000,000, but the Treasury 
has not the funds to convert that balance in actual cash. 

President Harding, taking cognizance of Senator LaFollete’s 
move to prolong the hearing on the funding bill, August 11 called 
in Senators Watson and Kellogg to devise ways for assuring 
passage of the measure before the recess. The need of the 
railroads for money is so great that they cannot wait until after 
a recess of Congress, which may be delayed beyond the time 
now tentatively agreed on for its beginning. Other conferences 
with a view to assuring passage of the bill were held August 12. 


HEARINGS ON TOWNSEND BILL 
The Trafic. World Washington Bureau 


Hearings on the Townsend bill (S2337), making provision 
for carrying out the President’s recommendation respecting the 
funding, through the operation of the War Finance Corporation, 
of what the railroads owe the government on account of money 
expended by it during federal control, for improvements, better- 
ments, and equipment chargeable to the capital accounts of the 
railroad companies, were begun, August 9, before the Senate com- 
mittee on interstate commerce. That body was called togethér 
by Senator Townsend, who, in the absence of Senator Cummins, 
was acting chairman. Senator Cummins, who had been at At- 
lantic City, returned in time to preside at the first hearing. 

Eugene Meyer, head of the revived War Finance Corporation, 
was the only one heard at the first session. Director-General 
Davis and others from the Railroad Administration, Alfred P. 
Thom, representing the Association of Railway Executives, 
Joseph H. Beek, and J. M. Belleville, representing the National 
Industrial Traffic League, and others interested were present 
ready to speak for the passage of the bill. 

The National industrial Traffic League, in so far as its senti- 
ments could be uttered, by twenty-two members of the executive 
committee, was prepared to go the full limit in endorsement of 
the measure. That was an unusual fact that developed unoffi- 
cially at the initial session. The League and the railway execu- 
tives are often on opposite sides of questions of legislation. 
In this case, however, they were on the same side without dis- 
agreement. 

“I feel that we are on the up-grade—that there is a gradual 
improvement in business,” said Mr. Meyer. “I do not mean 
that the passage of this or any other measure will restore us 
to violent prosperity. Nor do I want to be unduly optimistic, 
but the tendency is in the right direction and I feel that the 
passage of this bill will accelerate the return to much better 
conditions. The railroads have not been restored to their normal 
purchasing power. Cars and locomotives are not being repaired 
and tracks are not being maintained, in some cases, I believe, up 
to the point of safety. 


“This bill and the agricultural credit bill which the Senate 
has just passed, taken together, will go far toward restoring 
better conditions. It is not a gift that is being proposed by this 
legislation. It is merely deferring the time for paying debts 
due from the railroad to the government, so that, when the gov- 
ernment settles with the railroads, it can give them the full 
amount agreed upon, without deducting what the railroads owe. 

“The government already has in its possession $322,000,000 
worth of railroad securities, chiefly equipment trust certificates. 
This measure would authorize it to take more and, through the 


War Finance Corporation, put these securities into the invest- - 


ment market. I find that much of the security that would be 
offered would be the bonds of strong railroads, which, if given 
the opportunity to resume their normal buying and the repair 
of their property, would be the earliest to be restored to a 
normal credit condition.” 

_ Mr. Meyer said the War Finance Corporation, in its opera- 
tions during the war, used a minimum of government money and 
obtained a maximum benefit, by handling the securities that 
ioe” offered by the interests to whom credit had been 

ed. 

Throughout his talk of an hour, Mr. Meyer stressed the point 
that both agriculture and other industry must be restored before 
the real after-the-war reconstruction could be begun. The rail- 
roads and the farmers, he said, were prostrate. They represented 
Such a large section of the American public that the whole 
country, for eighteen months had been suffering acutely, he said. 

Senator Townsend, after Mr. Meyer had made his direct 
statement on the funding bill, asked him if there was an emerg- 
gency in the affairs of the railroad companies or whether the 
Situation would work itself out. 

‘I would prefer Director-General Davis or the railroads 
themselves to answer that question,” said Mr. Meyer. “Per- 
Sonally, I think they are in a very serious situation, for the 
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reasons indicated; that is to say, they have not the money where- 
with to carry on necessary maintenance work or to buy neces- 


sary supplies. Their inability reacts detrimentally on .every 
other interest in the country.” : 

In his direct statement Mr. Meyer said he thought it not 
an overestimate to say that the funding of this obligation of 
the railroads to the government would have the effect of put- 
ting to work probably 1,000,000 men. It would have the effect 
of showing those who hold some of the $300,000,000 of audited 
but unpaid vouchers of the railroads that they would obtain 
their money. Knowing that, he said, the creditors of the rail- 
roads would be warranted in proceeding with their plans. The 
psychological effect, as well as the direct, material effect would 
be good. It would lend confidence to people who know that 
the country cannot continue in the unsatisfactory condition in 
which it has been for eighteen months of liquidation and deflia- 
tion. 

Payment of their bills by the railroads would liquefy frozen 
credits which, he said, were merely the loans at the banks which 
the railroads had to make because their revenues were not 
great enough and they had not been able to settle with the 
government for one reason or another. 

As to the transportation law, passed a little more than a 
year ago, he said it had not had a fair trial. Its failure to settle 
the railroad problem was attributable, not to any inherent de- 
fect, but to the collapse of business generally soon after it was 
put into full effect. No law, he indicated, could have been de- 
vised strong enough to prevent the ill effects of a business re- 
verse falling on the railroads as well as on other industries. 

It was a conservative estimate, Mr. Meyer thought, to say 
that the funding of what the railroads owe the government 
would put 1,000,000 men to work, not, of course, on the railroads, 
but on the railroads and in the industries stimulated by the 
ability of the railroads and their employes to become purchasers 
in larger measure. 

Mr. Meyer continued on the stand, technically under cross- 
examination, for most of the morning session of August 10, 
Director-General Davis taking the stand a few minutes before 
adjournment on that day. Mr. Davis had only become well 
started in setting forth the purpose of the legislation. His 
treatment of the subject was sympathetic, indicating that, while 
the bill had originated at the treasury, on suggestion from the 
White House, it had the approval of the Railroad Administra- 
tion. While approval by the chief men in the Railroad Admin- 
istration may not be important in a technical sense, because the 
Director-General is merely the President’s agent, it means that 
no senator will be able to oppose the measure with material 
for that opposition furnished by the Railroad Administration. 

“It is in no sense of the word a gratuity,” said Mr. Meyer, 
answering a question put by Senator Pomerene, who said he 
had heard that the bill proposed handing half a billion or some 
other sum to the railroads. Senator Pomerene also treated the 
subject in a sympathetic manner, prefacing many of his ques- 
tions in such a way as to indicate that he did not take any 
stock in the allegations about gifts and favors to the railroads. 
He said he knew that some of the railroad supply establish- 
ments were working only twenty per cent of full time because 
the railroads had not been able to pay their bills. In support of 
that assertion, Mr. Meyer put into the record a statement that 
many of the bills owed by the railroads had run for five, six, 
and even more months. 

“At present these unpaid bills and the loans made by the 
railroads at the banks are frozen loans,” said Mr. Meyer. “We 
propose to ‘unfreeze’ them.” 


“The proposal is to transfer the debts of the railroads to 
the government from one branch of the government to another, 
is it not?” asked Senator Kellogg, trying to simplify the matter, 
“and provide a method whereby the government may sell se- 
curities it has taken as pledges for the debt?” Mr. Meyer 
agreed with that and said that the War Finance Corporation 
would deal with the Director-General only, but the expenses of 
handling the securities would be borne by the railroads them- 
selves, if any commission had to be paid. He said the authority 
to sell the securities pledged for the return of loans should 
have been given the Director-General. 

When Director-General Davis took the stand he apologized 
for suggesting that the failure of Congress to authorize the sale 
of the securities in the investment market when the prices 
seemed right, was probably an oversight. 


La Follette Obstructs 


Senator LaFollette, in questions directed at Mr. Meyer, 
seemed to be trying to discredit the work of the War Finance 
Corporation with a view to raising a question as to whether 
the revival thereof was not one of the things to be prevented, 
if possible. He asked how much money had been lent to the 


Pere Marquette, what security was given for the $150,000 loaned, 
and what was back of the $50,000 still owing to the government. 
He started down what looked like a list of all the roads that 
have been reorganized, in such way as to enable the muck- 
rakers to assert that they were either looted or the public 
deluged with fake securities and watered stock. Mr. Meyer 
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was able to read from a list and answer the questions so quickly 
that the Wisconsin senator suggested that the list of loans and 
the securities be put into the record. 

Then La Follette went into the operations of the War Finance 
Corporation during the war, beginning with the loan of between 
$16,000,000 and $17,000,000 to the Brooklyn Rapid Transit, six 
or eight months before it went into the hands of a receiver. 
Meyer said the loan was made during the summer of 1918, when 
the United States and the allies were in the most critical state 
of the war, because it was felt that a receivership at that time 
would have a bad effect on the market for bonds issued by the 
government. The company later went into the hands of a re- 
ceiver because it could obtain no more money from the govern- 
ment. 


“Were loans made to any other failing concerns?” asked 
La Follette. 

“I do not admit that the Brooklyn Rapid Transit was a fail- 
ing concern,” said Mr. Meyer. “Ultimately the obligations of 
that company to the government will be met.” 

Meyer and La Follette sparred over the point as to whether 
traction and other utility companies to which loans were made 
were failing concerns, and as to what was meant by “ultimately.” 

La Follette wanted to know who drafted the bill reviving the 
War Finance Corporation and Meyer said the bill was prepared 
by the counsel for the Corporation and the drafting clerk of 
the Senate. He said he did not know whether bankers had sug- 
gested its revival. 

Senator Townsend said the bill introduced by him was given 
to him by President Harding. After he had introduced the first 
bill he found the draft introduced by Chairman Winslow of the 
House committee on interstate and foreign commerce, differed 
somewhat from his own, so he introduced a copy of the House 
bill as a substitute for the one he had first put in. 

Simultaneous hearings on the administration’s railroad debt 
funding bill were held on August 11. The Senate committee on 
interstate commerce heard Director-General Davis, while the 
House committee listened to a restatement of the situation by 
Eugene Meyer. 

Senator LaFollette, just before Director-General Davis was 
about to be excused and just before the Senate committee de- 
sired to announce that the hearings had been finished, threw 
a stone into the machinery by saying that he would like to hear 
on the subject from William G. McAdoo and Walker D. Hines. 
Senator Kellogg protested that the need was for speed in com- 
ing to a decision on the matter. Senator LaFollette said he did 
not know whether the two former officials of the Railroad Ad- 
ministration, whose orders created the debts which President 
Harding thinks should be funded, would approve or oppose the 
legislation, but he would like to hear from them. 

The committe did not pass on the question, but took an 
adjournment to the next day. — 

Director-General Davis explained that if the railroads had 
made the improvements while they were in possession of their 
own property the money would have been provided by the issu- 
ance of bonds or other evidences of capital expenditure and, 
therefore, the proposal was that the government should allow 
the railroads to do with the debts created by his predecessors 
exactly what they would have done had they been in control of 
their own property. 

Senator Townsend wanted to know if the accounts could 
not be closed in the ordinary way, by offsetting one debt by 
another, and by quick settlement restore the credit of the rail- 
roads so that they could go into the market and procure money 
on their own credit. Mr. Davis said that that would not do 
because there is necessity for speed. He said the railroads 
could not make arrangements to borrow the money as fast as 
the government could pay it over to them. His second objec- 
tion was that the railroads would have to pay at least 7 per 
cent and possibly more, whereas if the government allowed 
them to hand their securities over to it as pledges for the pay- 
ment of the proposed debt at maturity the transaction would 
be on the basis of 6 per cent. He said the original legislation 
contemplated the funding of these debts and therefore the bill 
would simply carry out the first plan. 

After he had made his suggestion in open meeting about 
hearing McAdoo and Hines, LaFollette sent the following letter 
to Chairman Cummins: 


The consideration of S. 2337 by the Interstate Commerce com- 
mittee of the Senate should be a very thorough one in my opinion, 
and I believe that the hearings should not close until the committee 
has heard Hon. William G. McAdoo and Hon. Walker D. Hines, former 
directors general of the railroads, if the latter can be called within a 
reasonable time. 

The question of the disposition of the railroads’ debt to the gov- 
ernment is so closely and so continuously involved with the contracts 
entered into between the government and the railroads under the 
Federal Control Act, that it seems to me obvious that a full protection 
of the public interest in this matter requires that Mr. McAdoo and Mr. 
Hines should be called upon to give their interpretation of these con- 
tracts, and also to give to the committee the benefit of their large 
fund of information gained through their contact with this problem 
during the period of federal control, and after. 
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EXPORT GRAIN RATES 


The Trafic World Washington Burcay 


The Commission allowed the reduced rates on ex lake ex. 
port grain to become effective August 10, notwithstanding the 
protests of the users of the all-rail rates. The latter said they 
would be discriminated against every day the lowered ex lake 
rates were in effect and the all-rail were left on the old level, 

About the time the ex lake reductions went into effect, the 
carriers filed their application for sixth section permission to re- 
duce the all-rail rates from Chicago and Mississippi River points 
to the Atlantic ports 7.5 cents per 100 pounds. By the time that 
application came to hand the Commission had accumulated a 
voluminous file of protests from carriers and shippers west of 
the Mississippi River protesting against the change in relation- 
ship on export rates that would take place if the 7.5 cent reduc. 
tion on the all-rail rates was allowed to become operative. The 
protests proceeded on the ground that the gulf ports were en- 
titled to a continuance of the increase in the spread in rates that 
took place when the various percentage increases were made 
during the last five years. 

Inasmuch as the reduction in ex lake rates undoubtedly put 
the all-rail shippers of grain at a disadvantage in comparison 
with those able to use the ex lake rates, it was assumed that, 
when the application of the carriers to reduce the all-rail rates 
was received, it would be allowed. In view of the slowness of 
the carriers in filing the application (a week elapsed between 
the conference at which it was agreed upon and the filing) some 
question arose as to whether the unusual procedure followed in 
the ex lake case would be followed in this one. Short notice 


on changes on grain have heretofore been rarer than snakes in 
Ireland. 


POSSIBILITIES OF RATE WAR 


The Traffic World Washington Bureau 


A peculiar rate situation has developed from the reductions 
{in export rates on grain made by the Canadian carriers and sanc- 
tioned by the Canadian Railway Commission and the proposed 
reductions in rates filed by the Detroit, Toledo & Ironton, owned 
by Henry Ford. Unless the Interstate Commerce Commission 
uses its power to establish minimum rates, it is believed by well 
informed traffic men the carriers may find themselves involved in 
a rate war such as was not uncommon ten or fifteen years ago, 
but which could not have taken place at any time since the out- 
break of the European war. That war caused such increases in 
prices that the only kind of competition that could have taken 
place among the carriers would have been an increase in rates 
to prevent congestion of their facilities. Of course, no such com- 
petition took place, because the rate-regulating bodies were re- 
straining influences. The railroads never obtained the benefit of 
war prices until the high tide of war prosperity had passed over 
business generally. 


To meet the situation created by the Canadian carriers and 
Canadian commission, the eastern trunk lines reduced ex-lake 
export grain rates three and five cents, thereby signifying their 
willingness to sacrifice from one to three millions of revenue to 
ascertain whether rate reduction would stimulate the movement. 
The sacrifice will be made if the reductions do not bring a big 
increase in business, because they amount to nearly twenty-five 
per cent. When the eastern railroads reduced the ex-lake rates, 
they virtually agreed also to cut the all-rail rates so as to put the 
all-rail shippers on an equality with those utilizing the rail-and- 
water rates to the lower lake ports, from which the ex-lake rates 
prevail. 

In consonance with that implied promise, the eastern roads, 
at a conference at Chicago, agreed to cut 7.5 cents off the export 
all-rail rates from Chicago and Mississippi River crossings. They 
decided to ask for permission to make them applicable on less 
than statutory notice of thirty days. 

Before that application could reach Washington, the traffic 
executives of the western and Gulf lines, headed by Edward 
Chambers, traffic vice-president of the Santa Fe, the veteran 
among them, protested that a reduction of 7.5 cents would amount 
to a violation of the relationship suggested to the eastern lines by 
Traffic Director Hardie, in a letter dated March 30 and addressed 
to James Webster of the New York Central, in Chicago, as be- 
tween the eastern jines on the one hand and the western and Gulf 
lines on the other. 

A rate controversy, if not a war, between the eastern lines 
on one side and the western and southern on the other, has been 
pending ever since the making of percentage increases in rates be- 
came the established fashion. In the old days rates on grail 
from Kansas City to Gulf ports, for export, were about four cents 
under New York. That may not be the exact figure, but for pur- 
poses of illustration it is near enough. Before the changes made 
as a result of the relationship suggested in the Hardie letter of 
March 30, the difference was about three times as much as for- 
merly, hence the objections of the western and Gulf lines. 

With regard to the efforts of the Detroit, Toledo & Ironton to 
reduce rates, coal operators and railroads that serve them are 
doing what they can to prevent the establishment of the reduced 
coal rates, because, as they see the matter, the proposal is ex 
tremely dangerous. The railroads have not openly appeared as 
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objectors to the Ford propositions, but it is known they are in 
full sympathy with what the mine operators are saying. Formal 
protests against the Ford coal tariffs have been filed by C. D. 
Boyd, traffic manager for the operators in the Harlan, Hazard 
and Southern Appalachain districts and by Wilbur La Roe, Jr., 
for the Northern West Virginia Coal Operators’ Association. See 
Traffic World, Aug. 6, p. 274.) La Roe’s protest is a request fora 
suspension of reduced rates on bituminous coal from the Ironton 
and Jackson County districts in Ohio to Detroit, Mich., as pro- 
posed in Detroit, Toledo & Ironton Tariff, I. C. C. 402, filed to be- 
come effective August 18, 1921, and Supplement 30 to Agent Da- 
vis’ Tariff, I. C. C. 811, filed to become effective September 3, 
1921. 

The petition calls attention to the fact that there are two 
sets of rates, one applying from Ironton on ex-river coal, and 
the other applying locally from the mines on the D. T. & I. 

Emphasis is laid on the fact that the Ohio carriers, includ- 
ing the D. T. & L, have filed with the Commission an application 
under Section 13 of the act alleging that all coal rates in the 
state of Ohio are subnormal and depressed and that they con- 
stitute an undue burden on interstate commerce. How, asks La 
Roe, can the D. T. & I., which joined in that application, consist- 
ently reduce the rates from Ironton prior to the hearing in the in- 
vestigation which is set for hearing before Chief Examiner Quirk 
in Columbus on September 12. 

It is also contended that the proposal to reduce the rates 
from the D. T. & I. local mines will seriously disrupt existing 
relationships between the numerous producing districts. For ex- 
ample, the Jackson County mines have long enjoyed the Hocking 
basis of $2.47 per ton to Detroit. It is proposed to reduce the 
Jackson County rate to $1.98 with no change whatever from 
Hocking. The Hocking rate, in turn, is the “key rate’ in Ohio, 
and if that rate is reduced “the whole structure will fall like a 
house of cards.” 

Attention is called to the serious effect which these reduc- 
tions may have in the revenues of other carriers. The issue, ac- 
cording to La Roe, is ‘““‘whether an over-zealous entrepreneur may, 
for purposes of his own, dominate and control a rate structure 
upon which some of the largest railroads must principally de- 
pend for a livelihood,” and he contends that “this question can 
be answered in only one way by a tribunal charged with respon- 
sibility for insuring to the carriers as a whole a fair return.” The 
petition also states that the principal object of Congress in con- 
ferring on the Commission authority to fix minimum rates was to 
avoid such rate wars as the Ford tariffs are supposed to threaten. 


FORD GOES AFTER CLASS RATES 
The Trafic World Washington Bureau 


Henry Ford has done his share towards carrying out his 
promise or threat to reduce class rates as well as all other rates. 
The D. T. & I. has filed its I. C. C. 403, effective September 10, 
on interstate and Ohio state traffic and August 22 on Michigan 
state traffic, a 20 per cent reduction in class rates between sta- 
tions on its own rails. 

So far as the traffic men of other railroads are concerned, 
that tariff is the most important yet filed by the D. T. & L., be- 
cause it makes a direct assault on the class rate scale prescribed 
by the Commission in its report on the Central Freight Associa- 
tion investigation which it undertook because of the facts dis- 
closed during its investigation in the five per cent advanced 
rate case. 

In that investigation the Commission found that the low 
basis of rates in C. F. A. territory was due to the unrestrained 
competition that had been set up between the western exten- 
sions of the trunk lines and independent railroads in C. F. A. 
territory, and by the Wabash, which, while it has rails from 
Buffalo to the Missouri River, was not in harmony with the 
trunk lines. 

A reduction of the class rates by the D. T. & I., many of the 
traffic men of other railroads believe, would be equivalent to 
the initiation of the kind of competition that resulted in bring- 
Ing not only the independent C. F. A. lines but the trunk lines 
into the unsatisfactory state in which the Commission found 
them in the five per cent and later cases antedating the adop- 
tion by it of the Disque scale for application within C. F. A. 
territory. 

At the same time, the D. T. & I. filed its I. C. C. No. 408, 
effective interstate September 10, and on Michigan state traffic 
August 22, providing for reduced rates on salt, carloads, from 
Detroit, Ecorse, Mich., Toledo, O., and Wyandotte, Mich., to 
Stations on the D. T. & I. R. R. 


D. T. & L COAL TARIFFS 


The Trafic World Washington Bureau 


In behalf of mine operaters in the Kanawha district who 
Can use the ex-river rate of $1.85. proposed in the Detroit, Toledo 
& Ironton tariff to which the operators represented by C.. D. 
Boyd have protested, Francis B. James and E. E. Williamson 
have filed a memorandum which throws a somewhat different 
light on the subject. They point out that the proposed rate, 


in its nature, is akin to the lake eargo coal rate to Toledo of 
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$1.83, which the protesting operators can and do use for getting 
their coal to Detroit, by water from Toledo. 

The suggestion of the Kanawha mine operators is that the 
ex-river rate cannot disturb the all-rail adjustment any more 
than the lake cargo coal rate can disturb it. In support of that 
proposition they point out that the all rail rate from Kanawha 
district to Detroit is $2.87 and the lake cargo coal rate to Toledo 
$1.83. The average distance from Kanawha 'to Toledo for which 
the carriers receive $1.83 on lake cargo coal, as figured by the 
operators favoring the Ford tariff, is 381 miles. 

The average distance from Ironton to Detroit is 378.5 miles, 
or a few miles less than the average distance from Kanawha 
to Toledo. Yet it is pointed out that the Ford ex-river tariff 
proposes a rate of $1.85 for an average haul of 378.5, while for the 
rail haul on the lake cargo rate the railroads that are supposed 
to be backing the protests of mine operators is only $1.83 for 
a haul of 381 miles. 

In a broad way of speaking, those defending the Ford pro- 
posal of $1.85 on ex-river coal claim that the D. T. & I. is en- 
titled to make arrangements for carrying coal after it has had 
a water haul just as much as other carriers are entitled to 
make a rate on coal that is to have a water haul, after they 
have delivered it at a port. 

The National Rivers & Harbors Congress, of which Senator 
Ransome of Louisiana is the head, has been enlisted in behalf 
of the Ford ex-river tariff on the theory that unless the Com- 
mission permits that tariff to become effective, it will be break- 
ing down that part of the law written at the instigation of the 
National Rivers & Harbors Congress which directs the fostering 
of an integration of rail and water transportation and the pro- 
motion of transportation by water. 

In behalf of the D. T. & I. it has been said unofficially that 
while it may be a party to lake cargo ccal tariffs, as a matter 
of fact, it is not equipped to haul lake cargo coal to Toledo and 
that, therefore, the tariffs constitute paper rates. It is further 
urged that the D. T. & I., having no rails south or east of the 
Ohio River, is the only carrier by railroad that logically could 
be expected to make ex-river rates. All other carriers are in- 
terested in transportation, by rail, both east and west and north 
and south of the Ohio River. Before the B. & O. acquired con- 
trol of the C. H. & D., the last mentioned carrier might have 
been asked to make ex-river rates because such rates would 
not short haul itself, but now that the B. & O. controls that car- 
rier, asking the C. H. & D. to make ex-river rates would be. 
equivalent to asking the B. & O. to short haul itself. The same 
is true of the Hocking Valley-Chesapeake & Ohio: combination 
and the Norfolk & Western-Pennsylvania combination. The N. 
& W. does not go with its own rails beyond Columbus, O., and 
on some of the coal coming down the Ohio River by barge it 
might be persuaded by a long stretch of the imagination to 
make ex-river rates to some destinations. 

As to the Ironton-Detroit situation, it is suggested that the 
lake cargo coal rate applies to Detroit, although it involves a 
water haul of only 60 miles while the ex-river rates apply on 
coal that has had an average river haul of 127 miles, and in 
some instances rail hauls as high as 40 miles at rates ranging 
from 30 to 40 cents for the rail haul and 10 cents for dumping 
into the barges. 

The memorandum filed by James and Williamson specific- 
ally refers to the Great Kanawha River Improvement _ Associa- 
tion. That association has among its membership, it is declared, 
practically every mine operator within easy hauling distance 
to the river, for the purpose of having his coal barged down the 
Kanawha and Ohio Rivers. The association, in a memorandum 
supplemental to an earlier argument in behalf of the Commis- 
sion’s allowing the D. T. & I. tariff carrying the $1.85 rate to 
become operative, claimed that this rate would be carrying out 
the recommendation made by the Commission in its annual re- 
port to Congress for 1918, the recommendation of President 
Wilson expressed in a letter dated December 2, 1918 to Repre- 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for get the 
men and the positions in touch with each other. The rates for 
classified advertisements ars as follows: First insertion, $1.60 per 
tine; minimum charge, $3.00; succeeding insertions, per line, 60c; 10 
words to the line; numbers and abbreviations counted as words; 

; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence. 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill 


POSITION WANTED—R. R. Agent, 16 years’ experience, now em- 
ployed, desiring change, go anywhere, clear record, familiar with 
Western Classification territory, would consider commercial traffic 
proposition. Address Lock Box 158, Liberal, Mo. 














WANTED—An experienced Traffic man. One that is capable of 
aggressively handling. rate equalization matters with railroads. State 
age, experience and salary expected. Address Box 379, Traffic World, 
Chicago, Il. 
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WANTED—Young man stenographer with some knowledge of 

Southwestern rates for traffic organization. Excellent opportunity 

one good salary to right party. Address D. A. M. 373, Traffic World, 
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sentative John H. Small of North Carolina, then Chairman of 
the House Committee on Rivers and Harbors, and, most im- 
portant of all, the terms of section 500 of the transportation 
act which declared it to be “the policy of Congress to promote, 
encourage and develop water transportation, service and facil- 
ities in connection with the commerce of the United States, and 
to foster and preserve in full vigor both rail and water trans- 
portation.” 


CALIFORNIA FRUITS AND VEGETABLES 


The Trafic World Washington Bureau 


Transcontinental carriers and representatives of California 
fruit and vegetable shippers, particularly citrus fruit growers, had 
a conference August 5 with Commissioner McChord and Director 
Hardie in which the shippers attempted to show, by compila- 
tions of tonnage data, that rates are so high that traffic will 
not move. Answering an observation of Julius Kruttschnitt 
that the cost of distributing oranges in eastern markets through 
wholesalers and retailers is greater than the cost of carrying 
the fruit from California to eastern cities, statisticians for 
orange growers tried to show that the average margin for re- 
tailers of oranges in thirty-eight eastern cities was only twenty- 
nine per cent and that the average cost to the consumer of all 
grades and sizes of oranges was only forty-four cents a dozen. 
McChord challenged the accuracy of that assertion, saying that 
the minimum in Washington was higher than that. It was 
shown, then, that the California citrus organization does little 
business in Washington and that, usually, Washington eats 
Florida oranges. 

Shippers of citrus fruits said,the proposed reduction from 
$1.92 to $1.70 on oranges, and from $1.665 to $1.50 on lemons 
was not enough. The shippers practically asked for a reduction 
to the level of rates prior to Ex Parte No. 74. 

The vegetable men did not appear so insistent on returning 
to the level brought about by General Order No. 28. They 
seemed more inclined to think of a compromise. There was a 
general belief that some kind of arrangement could be worked 
out in a week or ten days, under which both sides could make 
the experiment of doing their share to restore business to a 
more nearly normal basis, primarily at the expense of the car- 
riers, because until the volume increased the reductions agreed 
to by them would result in reduced revenues. 


AGRICULTURAL INQUIRY 
The Trafic World Washington Bureau 


Another inquiry into at least one phase of the transporta- 
tion problem is to be begun shortly by the Joint Congressional 
Commission on Agricultural Inquiry created by concurrent reso- 
lution of the sixty-seventh Congress. The inquiry is to be con- 
ducted by Donald D. Conn, of Minneapolis, who is known to 
traffic men by reason of his connection with the traffic depart- 
ment of the Shevlin-Carpenter lumber interests (See Traffic 
World, August 6, p. 275). Conn is to head a division of trans- 
portation which is to make a thorough analysis of rate and car 
service problems as they affect the prices of commodities which 
farmers produce and utilize. He is to have full authority of the 
congressional commission to take whatever steps may be neces- 
sary fully to acquaint the joint commission with all the facts 
incident to the transportation problem as he may decide are 
pertinent to the issues before it. 

The joint commission, according to the resolution of its 
creation, is to investigate and report to Congress on the fol- 
lowing subjects: 





1. The cause of the present condition of agriculture. ; 

2. The cause of the difference between the prices of agricultural 
products paid to the producer and the ultimate cost paid by the con- 
sumer. 

3. The comparative condition of industries other than agriculture. 

4. The relation of prices of commodities other than agricultural 
products to such products. 

5. The banking and financial resources and credits of the country, 
especially as affecting agricultural credit. 

6. The marketing and transportation facilities of the country. 


It is under the sixth item in that list of investigations to 
be made that the division of transportation will make its in- 
quiry. It is the purpose of Mr. Conn to enlist the services of 
such traffic men as H. M. Adams of the Union Pacific and 
Gerrit Fort of the Boston & Maine on the traffic side of the 
question, and of M. J. Gormley and W. L. Barnes on the car 
service side. These men, of course, are not the only ones that 
Conn hopes to persuade to help him, but they are mentioned 
as typical of the class of men whose efforts as volunteers he 
hopes to enlist. 


FLINT BELT STOCK 


The Flint (Mich.) Belt Railroad Company, in finance docket 
No. 1498, has been authorized to sell for cash at par $1,000,000 
worth of capital stock, the proceeds to be used in constructing 
and equipping a belt line around Flint, Mich., authority to con- 


struct which was granted by the Commission in finance docket 
No. 1485. 
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Personal Notes 





Clifford Thorne announces that Fred S. Jackson, of Topeka, 
formerly attorney-general of Kansas and a former member of 
Congress from that state, has become associated with him for 
the general practice of law under the firm name of Thorne and 
Jackson, with offices in Chicago. T. M. Hanrahan and W. R. 
Matheny will continue to be associated with the firm. 


W. S. Cornell has been appointed general agent of the 
Louisiana and Arkansas and the Mississippi Central at Dallas. 
H. R. Whiting has been appointed general agent of the Louisiana 
and Arkansas at Oklahoma City, and A. B. Patten general agent 
at Alexandria, La., to succeed Mr. Whiting. 


On July 14 the Los Angeles & Salt Lake Railroad Company 
became a part of the Union Pacific System, and effective August 
1, consolidated outside agencies were created. The following 
is a complete list of Union Pacific System traffic department 
agencies as of that date: Aberdeen, Wash., W. J. Leonard, dis- 
trict freight and passenger agent; Astoria, Ore., G. W. Roberts, 
district freight and passenger agent; Atlanta, Ga., W. C. Elgin, 
general agent; Bend, Ore., F. E. Studebaker, traveling freight 
and passenger agent; Birmingham, Ala., J. H. Doughty, general 
agent; Boise, Ida., Joel 'L. Priest, general agent; Boston, Mass., 
Willard Massey, general agent; Butte, Mont., Henry Coulam, 
general agent; Cheyenne, Wyo., C. B. Irwin, general agent, 
freight department; Chicago, Ill., R. B. Robertson, assistant 
freight traffic manager; George R. Bierman, general agent, 
passenger department; Cincinnati, Ohio, W. H. Connor, general 
agent; Cleveland, Ohio, W. H. Benham, general agent; Dallas, 
Tex., Julian Nance, general agent; Denver, Colo., F. B. Choate, 
assistant general freight agent, U. P. R. R. Co.; W. K. Cundiff, 
assistant general passenger agent, U. P. R. R. Co.; Des Moines 
Ia., D. M. Shrenk, general agent; Detroit, Mich., A. R. Malcolm, 
general agent; Fresno, Cal., T. F. Brosnahan, general agent; 
Kansas City, Mo., H. G. Kaill, general agent, U. P. R. R. Co.; 
Wm. T. Price, general agent, freight department; Seth C. 
Rhodes, general agent, passenger department; Leavenworth, 
Kans., A. E. Marteny, general agent; Lewiston, Ida., E. M. Pey- 
ton, traveling freight and passenger agent; Lincoln, Neb., A. 
D. Grant, general agent; Long Beach, Cal., B. M. Scott, dis- 
trict passenger agent; Los Angeles, Cal., E. A. Coons, general 
agent, freight department; J. Cruickshank, general agent, pas- 
senger department; Milwaukee, Wis., E. G. Clay, general agent; 
Minneapolis, Minn., E. H. Hawley, general agent; New Orleans, 
La., D. M. Rea, general agent; New York, N. Y., J. B. DeFriest, 
general agent; Oakland, Cal., James Warrack, general agent; 
Ogden, Utah., W. H. Chevers, general agent; Omaha, Neb., W. 
D. Clifton, general agent, freight department; A. K. Curts, 
city passenger agent; Pasadena, Cal., F. H. Adams, general 
agent; Philadelphia, Pa., F. L. Feakins, general agent; Pitts- 
burgh, Pa., John D. Carter, general agent; Portland, Ore., C. H. 
Dexter, general agent, freight department: L. E. Omer, city 
passenger agent; Redlands, Cal., W. H. Pettibone, city freight 
and passenger agent; Riverside, Cal., J. H. Burtner, district 
freight and passenger agent; Sacramento, Cal., C. T. Slauson, 
general agent; St. Joseph, Mo., S. E. Stohr, general freight and 
passenger agent, St. J. & G. I. Ry. Co.; St. Louis, Mo., J. L. 
Carney, general agent; Salt Lake City, Utah, E. J. Hanson, 
general agent, freight department; E. A. Shewe, district pas- 
senger agent; Sam Diego, Cal., J. P. Thomas, general agent; 
San Francisco, Cal., John L. Amos, assistant traffic manager; 
San Pedro, Cal., J. V. Carroll, district freight and passenger 
agent; Santa Ana, Cal., C. S. Browne, general agent; Santa 
Barbara, Cal., L. De Witt, district freight and passenger agent; 
Seattle, Wash., W. H. Olin, assistant general freight and pas- 
senger agent, O.-W. R. R. & N. C. O.; W. S. Elliott, general agent; 
Spokane, Wash., W. R. Skey, district freight and passenger 
agent; Tacoma, Wash., Wm. Carruthers, district freight and 
passenger agent; Toronto, Ont., George W. Vaux, general agent; 
Vancouver, Brit. Col., Frank S. Elliott, general agent; Walla 
Walla, Wash., C. F. Van de Water, district freight and passenger 
agent; Yakima, Wash., H. M. West, district freight and passen- 
ger agent. The persons named represent both the freight and 


passenger traffic departments except as otherwise indicated by 
title. 


DOINGS OF THE TRAFFIC CLUBS 


The Stark County (Ohio) Traffic Club will have a picnic at 
Meyer’s Lake Park, Canton, September 1. 





At the meeting of the University of California Traffic As- 
sociation, August 9, at the San Francisco Chamber of Commerce 
assembly hall, G. H. Baker, attorney, discussed the intermoun- 
tain rate case, and A. P. Hammond, Pacific coast manager of 
the Luckenbach Steamship Company, spoke on the steamship 
situation on the Pacific coast. 


S 


icnic at 


uffic As- 
mmerce 
ermoun- 
ager of 
eamship 


August 13, 1921 THE TRAFFIC WORLD 


SOUTANUUUUTUAYAQOOOOOOVEEUTEUUTAAAANAQGAGGOAONAVONOOUUUOOAOUUOGOGOOONOAOOUOOOUUUOOONUOGOGOOONNVOOOOEUUOGUOGOOOONOONENOROOOUUUUUOOOANAOANADONOOOOOOOOOUOOUOOUOOOOANN= 


GALVESTON 


The Stone Forwarding Corporation 


220—21st Street 


Ocean Freight Brokers and Forwarding Agents 


Licensed Customs Brokers 


iE <= 










Shipping agents attending to all details pertinent to the movement of export 
and import shipments. 


Ocean freight engaged and freight rates quoted on any and all steamers 
sailing from this port. 


A fully equipped department is maintained for the handling of custom 
house entries and clearances. 


An organization trained and experienced in the handling of shipments thru 
this port insuring a dependable and unsurpassed service. 


Write for a copy of our latest sailing schedule covering 
all sailings from Galveston, Texas City and Houston. 
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Let Us Handle Your Stocks of Merchandise for Distribution Throughout the 
South and Southwest. Concentrate Your Mexico Shipments at Galveston 





Storage 





Complete 
Organization 













Modern 


Forwarding Facilities 


B Clean and Well 
Ventilated 
Warehouses 












Distribution 





Reinforced Concrete Warehouses. Eight compartments separated by 14-inch fire walls. A.D.T. Watchman Service. LOW INSURANCE RATES. 
The upper story of our warehouse, having approximately 200,000 sq. ft. floor space, is devoted entirely to the handling of merchandise distribution 
freight. It is 25 feet above normal tide, insuring you absolute safety from hazards of all kinds. 


COTTON CONCENTRATION COMPANY, Inc. “ %,W22%; Mansrer, caLveston 


Members of the American Warehouseman’s Association 
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MAINTENANCE UNDER SECTION 209 


The Trafic World Washington Bureau 


No allowance is to be made in the settlement of mainte- 
nance accounts of railroads for the guaranty period following 
federal control, for the difference in the cost of labor used on 
maintenance work in the test period and the cost of labor used 
in the guaranty period. Wages only, and not the amount of 
product resulting from the expenditure of wages, will be con- 
sidered in stating the maintenance accounts. “Wages” and 
“cost” of labor will be considered by the Interstate Commerce 
Commission as being synonymous terms, when it states the 
amounts accruing to the railroads in the period of guaranty, 
which is composed of the six months immediately following the 
return of the railroads to their owners. 

That is the substance of the Commission’s report on finance 
docket No. 1176, “Maintenance Expenses Under Section 209,” a 
printed pamphlet of 58 pages. 

The Commission divided, seven to three, one not voting. 
Those favoring the disallowance of claims based on the differ- 
ence in the cost of labor in the periods under comparison are: 
Clark, McChord, Meyer, Aitchison, Eastman, Esch, and Lewis. 
Those favoring an allowance on account of the difference in 
cost and denying that cost and wages or price are synonymous, 
are: Daniels, Potter, and Campbell. Not voting: Hall, who was 
not present when important phases of the case were discussed. 
The opinion of the Commission was not attributed to any Com- 
missioner. Concurring views were written by Commissioners 
Meyer and Lewis and dissenting opinions by Daniels, Potter 
and Campbell. 


Adhesion of Commissioner Lewis to the report of the ma- 
jority was procured by the inclusion therein of a paragraph 
declaring that if the changes in working conditions made by 
the national agreements, etc., in effect, caused an increase in 
wages and the amount of the increase can be shown by satis- 
factory evidence, there is nothing in the report which would 
preclude an allowance accordingly. In his concurring opinion 
Commissioner Lewis said: “I concur in the majority report on 
the insertion of the following paragraph in the majority report: 
‘If, however, any of these changes in working conditions in 
effect caused an increase in wages, and the amount of the in- 
crease can be shown by testimony or satisfactory evidence, 
there is nothing in the majority report which would preclude an 
allowance accordingly.’” The Lewis condition was complied 
with by the majority, almost verbatim. 

In a summary of its conclusions the Commission said: 


1. In fixing the maximum amount to be included in operating 
expenses for maintenance under the guaranty of section 205 of the 
transportation act, 1920, the Commission will, in applying the rule set 
forth in the proviso of paragraph (a) of section 5 of the ‘‘standard 
contract” between the United States and the carriers, use as the 
basic measure the expenditure for maintenance during an average six 
months of the test period, adjusted to differences in the cost of labor 
and materials and in the;amount and use of the property in accord- 
ance with the provisions of paragraph (c). Held, that differences in 
the ‘‘cost of labor,’’ as those words are used in said paragraph (c), do 
not include changes in the quality or effectiveness of labor but only 
changes in wages. 

2. In fixing the maximum amount to be included in operating ex- 
penses for maintenance under said guaranty, the Commission will 
compute charges representing depreciations and retirements upon 


the same bases as those which were used during an avrage six months 
of the test period. 


By this opinion the Commission struck down the claims of 
the railroads based on the so-called inefficiency of labor, not 
only in the period of the guaranty but also in the period of 
federal control. The guaranty period maintenance accounts 
were the only ones before the Commission for consideration. 
However, it gave a meaning to the words “cost of labor,” con- 
tained in paragraph (a) of section 5 of the “standard contract” 
made by the Director-General with many railroads, which will 
control it, if and when controversies as to the meaning of that 
contract come before it for determination, as provided by law. 

How much these claims amount to nobobdy has pretended 
accurately or fully to state. In one place in the report of the 
Commission there is a reference to the claims amounting %t) 
“nearly a billion” during federal control. In another place th 
report leaves the impression that the amount of such claims 
involved in the accounts arising during the guaranty period is 
only about $10,000,000. 


Construed by the average man the opinion of the Commis- 
sion, it is believed, will be taken as a repudiation, by the Com- 
mission, of a contention by the railroads that in the thirty- 
two months of federal control and guaranty labor produced 
less than in the test period; or that it slacked and was other- 
wise inefficient, and said that no allowance should be made to 
the carriers to cover the lack in upkeep spent by the govern- 
ment in those thirty-two months. 

The net effect, it is believed, will be the denial, for the 
time being at least, of hundreds of millions claimed by the rail- 
roads because the men employed during those periods turned 
out less work, in a given unit of time, than those who were 
employed while the railroads were under the control of their 
owners. A further belief is that the railroads will permanently 
have to abandon their claims for an allowance to cover the dif- 
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ference in output, because, to test the question in the courts 
probably would be long and expensive. While it was being 
tested in the courts, they would be without the money they so 
much need. 

Commissioner Potter, in his dissenting report, gave many 
of the chief facts of a case not yet reported, about the negotia- 
tions between the Baltimore & Ohio and the Commission’s 
bureau of finance. Chief among the facts stated by him is that 
the B. & O., in the interest of prompt settlement of its claims, 
is now willing to accept about $9,000,000 less than it has urged 
it was entitled to receive. That is to say, that railroad is so 
hard pressed for money that it is willing to- “throw off,” as the 
homely phrase has it, $9,000,000 as an inducement to the goy- 
ernment to make prompt settlement, instead of running the 
risk of going to court about that amount of money and having 
the court agree with what the majority of the Commission de- 
cided in this case. 

That phrase, “inefficiency of labor,’ caused Commissioners 
Daniels and Potter to show considerable heat in their dissent- 
ing opinions. They said the phrase had no place in the case: 
that the railroads never contended that labor had “slacked” or 
was derelict in the performance of its duties; and that the 
phrase was first used, not in exactly that form, by Director- 
General Hines in his discussion of the matter. Hines used the 
words “efficiency of labor,” from which, apparently, grew the 
term “inefficiency of labor,” which has been obnoxious to the 
labor unions and their leaders. 

Commissioners Potter and Daniels pointed out that it was 
not a question of efficiency, but merely a question of the quan- 
tum of the maintenance put on the railroads during federai 
control by the government; or the quantum of maintenance 
the railroad companies put on their properties in the guaranty 
period, because, in those six months, they had to observe the 
national agreements and obey the working condition rules, just 
as if the government were still in control of the railroad prop- 
erty. 

The three dissenting commissioners intimated that it was 
foolish to contend that the words, “cost of labor,” as used in 
the standard contract, the terms of which are to be applied by 
the Commission to the guaranty period in computing the amount 
the government owes the railroads that accepted the guaranty, 
meant only a comparison of wages paid, with the wages in the 
guaranty period, equated to the basis of the test period. They 
pointed out that, in making allowances for the differences in 
the cost of materials, the Railroad Administration and the 
majority had to make allowance for the so-called inefficiency 
of labor, because the cost of materials, as shown by the expense 
bills, has been accepted without question. 

Commissioner Daniels pointed out that the rule laid down 
by the Commission is one that will not work both ways. He 
asked if it was contended that the government would have to 
pay, dollar for dollar, if it could show that it had produced a 
larger amount of maintenance work, in the period of federal 
control, than the railroads themselves had been able to procure 
in the test period for the same number of dollars. 

Commissioner Meyer, in his concurring opinion, went to his 
personal papers to show that the words were not intehded to 
cover so-called inefficiency of labor, by telling what he had done 
in helping frame the standard contract. He also referred to 
the original draft of the contract prepared by Alfred P. Thom, 
but said he would not refer to the marginal notes, inserts and 
eliminations from the draft further than to say they all pointed 
in one direction—that nothing was done in the joint conferences 
on the contract in contravention if the views expressed regard- 
ing maintenance “in my memorandum to the Director-General,” 
a copy of which he put into his opinion. 

The three dissenters discussed the subject from the point 
of view of lawyers. Mr. Daniels said that the fundamental, 
paramount and all-embracing rule to be applied was to ascertain 
and give effect to the intention of the legislative body; and 
that in construing a remedial statute such as this, it is to be 
assumed that the legislative body intended to enact only what 
is reasonable and just, and consequently such a statute should 
be construed so that absurdity, hardship and injustice would be 
avoided. 

Commissioner Campbell laid down the still simpler rule of 
construction: 

“Tf the words of an instrument are plain and unambiguous, 
as in this case, resort may not be had to extraneous facts in 
order to ascertain the intent of the parties thereto. The words 
themselves in such cases declare the intention of the parties. 
What does the word ‘cost’ embrace? According to the opinion 
of -the majority herein it is synonymous with ‘price,’ which, it 


seems to me, is placing upon it an altogether too narrow a con- 


struction. The phrase ‘cost of labor,’ according to its natural, 
plain and obvious meaning, includes more than merely ‘changes 
in wages.’ It means the results obtained by labor—what it is 
necessary to pay to accomplish a certain result. Section 5, 
paragraph (c) of the standard contract provides: 

(c) In comparing the amounts expended and charged under the 
provisions of paragraphs (a) and (b) of this seection with the 


amounts expended and charged during the test period, due allowances 
shall be made for any difference that may exist between the cost of 
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VP Railroad Accounting Service 
vw 


Valuations— 
Cost Statistics 
Vv Systems for Accounting Offices 


A corps of thoroughly experienced railroad accountants 
and analysts are available for the preparation of Federal 
Control and Guaranty Claims. 


THE ROBERTS-PETTIJOHN-WOOD CORPORATION 

Mills Bldg., Washington, D.C. Twenty East Jackson, Chicago 
By Appointment—S pecial Accountants, American Short Line Railroad Assn 
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THREE STAR LINE 


(Sté. les Affréteurs Réunis) 


REGULAR FREIGHT SERVICE 


BETWEEN 
NEW YORK—PHILADELPHIA 
AND 
Casablanca, Cadiz, Tangiers, Ceuta, Gibraltar, 
Algiers, Barcelona, Marseilles, Genoa, Leghorn. 


Through Bs/L for all ports of Spain, Morocco, Algéria, 
Tunisia, Cette, Nice and Near East 
General Offices: 23 Bridge Street, New York 


Chicago Agent: M. E. Kienappel, 142 So. Clark St. 
Philadelphia Agent: Earn Line, Bullitt Building 


FOR SALE 


100 All-Steel Tank Cars 


8,000 Gallons Capacity 
50 Ton Trucks 


Cars Now In Service and In First Class 
Condition 


Price $1,500 Subject Prior Sale 


PRINCIPALS ONLY 


Address O. R. M. 377 
Care TRAFFIC WORLD, 418 So. Market St., Chicago 


No Waiting No Writing 
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Pacific — Caribbean — 


Gulf Line 


(Swayne and Hoyt, Inc., Owners) 


Steel Steamers 


DIRECT SERVICE 


BETWEEN 


NEW ORLEANS 
GALVESTON 


and 
San a Los Angeles Harbor, 
Portland, Tacoma and Seattle 
Via Panama Canal 


S.S. LAKE HECTOR, Sailed 
S.S. IRIS Sailing from Galveston August 24th 
Sailing from New Orleans September 2nd 
S.S. ELDORADO, Sailing from New Orleans September 25th 


Rates quoted, beekings and other information furnished upon application 


THE STEELE STEAMSHIP LINE, Incorporated 


Steele Building, New Orleans, La. 


OFFICES ALSO AT 


* 50 Broad Street 
Texas City New York City 


Steele Bldg., 


430 Sansome Street 
Galveston, Texas 


San Francisco, Calif. 





HOUSTON, TEXAS 


Binyon-O Keefe Fireproof Stg. Co. 
The House of Real Service 


POOL CAR DISTRIBUTORS FOR SOUTHWEST 
TEXAS AND MEXICO 


IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION 


500,000 SQUARE FEET FLOOR SPACE 


WAREHOUSES AT HOUSTON, 
FT. WORTH AND GALVESTON 





No Telephones No Tariffs 


**A child can find them’’ 


FREIGHT RATES 


To and from points in the United States and Canada 


This publication furnishes the Financial, Purchase and Sales Executives’ 


“MISSING COSTS” 


Getzler’s Guide, Inc., Rochester, New York 


Publishers of Loose Leaf Freight Rate Issues 
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arkwa 
BOSTON, MASS., 732 Colonial Bl dg. " 


















—OFFICES— 
CHICAGO, ILL., 412 Standard Trust Bldg. 
DETROIT, MICH., 506 Garrick Theater Bldg. 


WASHINGTON, D. C., 433 Munsey Bldg. 
SAN FRANCI SCO, CAL., 461 Market St. 
LOS ANGELES, CAL., 467 Pacific Elec. Bldg. 
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labor and materials and between the amount of property taken over 
and the average for the test period, and, as to paragraph (a), for any 
differencé in use between that of the test period and during federal 
control which in the opinion of the Commission is substantial enough 
to be considered, so that the results shall be, as nearly as practicable, 
the same relative amount, character and durability of physical 
reparation, 

“Thus the cost of labor and the cost of material at different 
periods are to be compared. A comparison of costs of labor 
without having a unit of labor to deal with is impossible. The 
unit must be measurable and the result obtained is the standard 
by which a unit is to be measured. In other words, the carriers 
are entitled to be paid for maintenance in place.” 

Commissioner Potter, in his dissent, said the majority re- 
port deprived the carriers of an allowance which the law re- 
quired. If construed, as he said he feared it would be con- 
strued, that no allowances will be made for any differences 
that may exist between the cost of labor in the two periods 
under comparison, “the decision of the majority violates the 
law.” 

It is possible the decision will be taken to the courts in 
an effort to obtain a judicial determination as to the meaning 
of the paragraph in the standard contract which is to govern 
the Commission in settling accounts for the guaranty period. 
If that could be done, it would afford a method for obtaining 
a judicial decision without indefinitely holding up the payment 
of money which the carriers so much need. They could accept 
payments made in accordance with the decision of the Com- 
mission, subject to the decision as to the meaning of the lan- 
guage. 


RAILROAD VALUATIONS 


The Commission has announced valuation reports on the 
Roscoe Snyder & Pacific Railway as of June 30, 1916; the Mun- 
cie Belt as of June 30, 1915; the Clarendon & Pittsford Railroad 
as of June 30, 1917; and the Kankakee & Seneca Railroad as of 
June 30, 1915. 

The final value of the Roscoe Snyder & Pacific is stated at 
$558,394; reproduction new, $619,691, and reproduction, less de- 
preciation, $463,362. 

The final value of the Muncie Belt is stated as $62,654; 
reproduction new, $78,190, and reproduction less depreciation, 

49,548. 

’ The Clarendon & Pittsford final value as $490,000; reproduc- 
tion new $594,588; reproduction less depreciation, $448,924. The 
Commission was able to find the original cost to date of that 
railroad and stated it as having been $379,444. 

The final value of the Kankakee & Seneca is stated as $800,- 
000; reproduction new, $975,359; and reproduction less depre- 
ciation, $720,407. ‘ 

The Commission, August 8, made public its valuation report on 
the Bangor & Aroostook, Northern Maine Seaport Railroad Co. 
and Van Buren Bridge Co. It stated the final value of the prop- 
erty as of June 30, 1916, of the Bangor & Aroostook to be $25,- 
350,084, including both owned and leased property. The wholly 
owned and used property it stated to be worth $21,500,000. 

The cost of reproduction new of the total property owned 
was stated to be $29,352,360 and cost of reproduction less deprecl- 
ation $22,776,334. ve 

The original cost of the property to date the Commission 
stated to be $18,846,349. 

As to the Northern Maine Seaport, commonly called the Sea- 
port Railroad, the Commission stated the final value to be $3,850,- 
000; cost of reproduction new $4,655,574 and cost of reproduction, 


less depreciation, $3,639,413. The original cost to date, the Com- . 


mission said, could not be ascertained, but that the outlay in con- 
structing, equipping and improving the property to be $4,774,986. 

As to the Van Buren Bridge Co., the Commission stated the 
final value to be $77,500; cost of reproduction new $77,869, and 
cost of reproduction, less depreciation, $76,357. 


CAR SERVICE ORGANIZATION 


M. J. Gormley, the new chairman of the Car Service Divi- 
sion of the A. R. A., has announced the following plan of 
organization of the Car Service Division: 


Chairman M. J. Gormley will be the point of contact between the 
Car Service Division and the Interstate Commerce Commission on all 
details relating to car service matters. Will have general supervision 
over the Car Service Division and_preside at its conferences and will 
report to the president, American Railway Association. | 

Car Service Managers—W. C. Kendall, A. G. Gutheim, Wi. J. Mc- 
Garry. L. M. Betts. 2 

Refrigerator Department—J. J. Pelley, manager, refrigerator de- 
partment, Manhattan Bldg., Chicago, Il. = 

Troop Movement Department—C. F. Stewart, manager, Munitions 
Bldg., Washington, D. C. 

Secretary—C. A. Buch. ’ 

The managers are of equal rank, territorially representative. Each 
manager will supervise an assigned portion of the work of the 
division as hereinafter provided, except as it may be changed from 
time to time by the chairman as the necessities may require. 

The work of the division will be subject to direction by the review 
of the division as a whole, and the view of a majority of the entire 
division will be conclusive and binding on any subject. 

The division will hold regular conferences at Washington weekly 
on call of chairman, and special conferences as may be necessary at 
others times or places. 
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All orders and circulars will be issued in the name of the Car 
Service Division. Correspondence from the division will be signed in 
the name of the Car Service Division. All correspondence should he 
addressed to the Car Service Division. ‘ 

District Organization—The manager of the Refrigerator Car Re- 
partment at Chicago will also act as district manager of the Car 
Service Division. When necessary in the judgment of the Car Service 
Division and when approved by the board of directors, district man- 
agers will be created at other important traffic centers with a man- 
ager in charge, who, in a general way, will act as agent for the Car 
Service Division for the purpose of handling the functions of the 
division between the railroads in the individual district to which 
assigned. 

The work of the division is divided and assigned to individual] 
managers as follows: 

W\. C. Kendall, manager, Railroad Relations Section—All questions 
relating to car service and per diem rules. Analyze reports and sta- 
tisticse other than such as relate exclusively to the work of other 
managers. Supervise the work of the local committees on car service, 
district managers and inspection force, and co-operate with other 
managers where special investigation by inspection forde is reqiured, 
Supervise the placement, modification, cancellation and distribution 
of embargoes. 

A. G. Gutheim, manager, Public Relations Section—Relations he- 
tween the Car Service Division and governmental departments (other 
than the Interstate Commerce Commission) and state, county and 
municipal authorities. Will, in conjunction with the manager handling 
the particular question concerned, make a special study from time to 
time of such subjects as may require special attention, such as the 
coal movement, the grain movement, and the movement of any other 
of the important seasonal commodities. 

L. M. Betts, manager, Closed Car Section—Supervise the location, 
relocation and distribution of closed cars, including box, automobile, 
furniture, ventilated and stock cars. 

_ W. J. McGarry, manager, Open Car Section—Supervise the loca- 
tion, relocation and distribution of open cars, including coal, hopper, 
mill type and flat cars. 

. J. Pelley, manager, Refrigerator Department—Supervise the 
location, relocation and distribution of refrigerator cars. 

. F. Stewart, manager, Troop Movement Department—Supervise 
all matters connected with the movement of troops. 

A. Buch, Secretary—Responsible for general office organization. 
Prepare dockets for all regular and special meetings and keep a record 
of the minutes thereof. Preparation of payrolls, purchase and dis- 
tribution of office supplies, checking and vouchering bills and trav- 
eling expense accounts, distribution of all regular or special reports; 
management and custody of all office files and records; regulation of 
mail, telegraph, telephone and express service; supervision of watch- 
men, janitors, elevator men, and sjmilar employes; and for all other 
miscellaneous duties which may not be otherwise assigned. 


OWNERSHIP AND RIGHT TO INSPECT 


R. Cumming, secretary of the American Fruit and Vegetable 
Shippers’ Association, has sent to members the following bul- 
letin: 

“A recent case has been called to our attention which we be- 
lieve will be of particular interest to members making shipments 
to Canada. It involves the question of ownership in goods in an 
f. o. b. sale and the consignee’s right to inspect them before 
payment has been made. The facts are as follows: 

“Brace McKay & Co. of Summerside, P. E. I., shipped a car 
of potatoes f. o. b. Summerside to Mile-End Station, Montreal, 
on the order of William Schmidt & Co., trading as the St. Louis 
Grain & Feed Gompany. The shippers took the bill of lading in 
their own name, endorsed it to their banker, and attached a 
sight draft, instructing the bank to deliver bill of lading on ac- 
ceptance of the draft. 

“The potatoes reached Montreal on July 4, 1917, but Schmidt 
& Co. refused to accept the goods because the shipper declined 
to allow the potatoes to be examined before payment of the 
draft. The shipper sued for the value of the potatoes and the 
trial court dismissed the action, holding that the contract called 
for and the shipper intended to make delivery of the potatoes in 
Montreal, that the effect of the biil of lading was to reserve 
ownership of the goods in the shipper and that there was no 
delivery of the goods to the consignee. The case was appealed 
from the Superior Court to the Court of Appeals. Mr. Justice 
Greenschields, who delivered the opinion of the court, re 
versed the decision. He held that from and after the loading of 
the car the potatoes were handled at the risk of the buyer. The 
seller had fulfilled his contract. There was something that the 
buyer had to do, however. He had contracted to pay cash for 
the goods, and the shipper was well within his rights in taking 
all the steps necessary to secure the fulfillment by the buyer 
of what he had contracted to do. The court stated: 

If a merchant or dealer sees fit to buy goods at a distance of 
800 miles and stipulates in the contract that he buys them f. o. Db. 
point of shipment, and agrees to pay cash, or cash against documents, 
then he must do one of two things—inspect them hefore they are 
shipped or pay for them without inspection, if inspection necessitates 
the physical possession by him of the goods. 

“In the present case no suggestion is made that the potatoes 
were not all that the contract called for. The only reason for re 
fusal is that inspection was refused.” 


REPEAL OF SECTION 15-A 
Representative Johnson of Mississippi, August 8, introduced 
a bill (H.R. No. 8103) which proposes the repeal of section 15-A 
of the transportation act of 1920, thus increasing by one the 
number of such bills already pending before Congress. 





CHANGE IN DOCKET 
Hearing in finance docket 1165, application of the New York 
Central for a certificate of public convenience and necessity, 
assigned for August 4 at Washington, before Director Colston, 
was reassigned for August 13. 
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PORTLAND, OREGON 
OREGON TRANSFER COMPANY 


General Transfer and Storage Business 








™ Acquire an Expert Knowledge of 
yy TRAFFIC MANAGEMENT 


Would you be able to save more money in shipping?— to reap 
greater benefit from the interstate commerce rulings? — to 
handle more advantageously the problems that come up in 
domestic and foreign traffic? Then investigate the LaSalle Problem 
Method of home-study in Interstate Commerce and Industrial and 
Railway ic Management. Find out how this course can assist 
you to better knowledge of traffic man t by giving you 
& the experience of more than 70 of America’s well known author- 
ities and traffie executives. Write for catalog and 

low cost monthly payment plan. 


LaSALLE EXTENSION UNIVERSITY 
Department 895-TA CHICAGO, ILLINOIS 
The Largest Business Training Institution in the World 





Established in 1868 





Four Warehouses on Terminal Tracks 
* 255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car- 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 












DALLAS, TEXAS 


Distribution and Warehousing 


The Inter-State Forwarding Company 


Package Cars to Mexico 


Package cars are operated daily out of Dallas to Laredo for 
Mexican points. Goods consigned in our care will reach this car. 









We Specialize on Distribution and Storage 
of Merchandise of All Kinds 
OUR SERVICE IS PROMPT. OUR RATES REASONABLE 


We maintain a rate bureau. Freight rates furnished 
upon application. Correspondence solicited. 






R. B. YOUNG, President and Manager 


Savannah Bonded Warehouse & Transfer Co. 
312-314-316 WILLIAMSON STREET P. 0. Box 985 


General Storage — Re-Consigning — Distributing, Forwarding — 
Prompt and Efficient Service, Exceptional Facllitles—Custom House 
Brokers—Track Connections with all Rallroads and Steamship 
Docks—Members American Chaln of Warehouses—Members Amer- 
ican Warehousemen’s Association. 
Phone No. 4883 SAVANNAH, GA. 


CHICAGO. 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 





Teaming of Every Description—City Dellvery Service and Carload 
Distributors 
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FOREIGN TRADE 


DO YOU EXPORT? 


If so, let us figure your! aid-down cost. 


DO YOU IMPORT ? 


If not, let us tell you how 


easy and desirable it is to get into foreign markets 


A. C. SHERRARD, Manager 
Aetna Service Company, Steamship Agents, Customs Broke:s, Forwarding Agents 
Suite 1201, 14 East Jackson Boulevard, Chicago 


Agents Throughout the World. Phone Harrison 1048 
New York Boston Philadelphia Baltimore New Orleans Seattle San Francisco 





Camphuis & Company, Inc. 


Forwarding Agents 
LAREDO - TEXAS 


Largest and Best Equipped Forwarding 
Organization on the Mexican Border 


Package Cars to Mexico City and 
Other Points in Republic of Mexico 


We do not operate special trains, 
enabling us to reforward your 
shipments on first available serv- 
ice, and insuring quickest possible 
delivery at destination. 


Traffic in Mexico Improving Daily 


Write us for full particulars and request 
a copy of our shipping instructions. 


OFFICES: 


Laredo, Texas El Paso, Texas Eagle Pass, Texas 
Nuevo Laredo, Tamps., Mexico Juarez, Chih., Mexico 
- Piedras Negras, Coah., Mexico Mexico City 


Merchandise 


STORAGE 
DISTRIBUTION 


North Kansas City Development Co. 
730 Railway Exchange Kansas City, Mo. 





ROCHESTER, NEW YORK 


Carload Distribution 


Members American Warehousemen’s Association and American Chain of Warehouses 


B. R. & P. WAREHOUSE, Inc. 


EL PASO, TEXAS 


‘GENERAL STORAGE DISTRIBUTION 
BONDED SPACE FOR GOODS SHIPPED IN BOND 


INTERNATIONAL WAREHOUSE CO., Inc. 
200,000 Sq. Ft. Floor Space — Fireproof — Bonded — $200,600 Capital 


General Storage 
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HIGH RATES HURTING BUSINESS 
Editor The Traffic World: 

In the Open Forum of August 6 Mr. B. Scrivener says: “The 
railroads realize that high rates are possibly retarding the move- 
ment of certain commodities, but say they cannot consistently 
recommend reductions unless reasonable assurance is given that 
doing so will start a demand for a particular commodity and in- 
cidentally increase their revenue.” 

What has become of that rather large contingent of owners 
of railroad securities, railway managers, etc., who were so 
vociferous in their statements recently that if they were al- 
lowed to reduce wages, the public would be given reduced rates? 
It was my personal opinion that when the railroads were given 
the 35 per cent horizontal increase of August 26, 1920, the public 
would never get rates down again until in some way the rail- 
roads were forced to reduce them. I am absolutely sure that 
if the railroads would try the experiment of reducing: lumber 
rates to the pre-August 26, 1920, basis, the volume of business 
in that line would be immediately enhanced. The lower grades 
of lumber, which were formerly freely shipped from this state, 
cannot now be marketed in the North, because the freight rate 
is about three times as much as low-grade gum, oak and pine 
box lumber is worth f. o. b. the cars at southern mills. .We had 
a letter from a customer this morning stating that if we wanted 
to ship No. 2 common oak to St. Louis we would have to prepay 
the freight. No. 2 common oak is worth about $8 per M. at 
the mills. The freight to St. Louis is $14.50 per M. board meas- 
ure, and, presumably, the customer could not afford to invest 
so much money in the freight. A still lower grade, No. 3 com- 
mon, for which there was formerly a good market, when the 
freight rate to St. Louis was 19 cents instead of 3214 cents, as 
at present, there is no market for at all, and it is of no value 
therefore, owing to the high rate barrier. 

These are actual conditions. Owing to the fact that they 
cannot market their low grades on account of high freight rates, 
considerably over fifty per cent of the smaller mills, manufac- 
turing both pine and hardwoods in the South, have quit. The 
railroads will feel this curtailment later on, as stocks are being 
rapidly depleted, and there will be no dry stock to draw from 
when pressure of demand appears. 

Perhaps the Disque rate doctrine does not fit the lumber 
industry. Neither it nor any other scheme whereby rates may 
be promptly reduced fits into the railroad plans. Nearly one- 
fifth of the freight cars of the country are either standing still 
or moving about as empties. The problem is to fill them, and 
get them to working. The first advance the railroads got, about 
25 per cent, or approximately 6 cents per cwt., on lumber was 
the “inch.” The 35-cent horizontal increase of August 26, 1920. 
was the “ell.” The roads are not going to surrender any part 
of the advantage they have gained in rates until they get such 
an economic jolt that the owners will be forced back to their 
senses. My firm belief is that the one obstacle to a complete 
return to prosperity is the excessive railroad rates. The coun- 
try is still staggering under the financial burden of excessive 
freights. Few people seem to comprehend that the last heavy 
advance took place during a period of severe financial depres- 

sion and deflation of values. Railroad wages and salaries have 
come down. Why should not the railroads tote fair with the 
public and surrender at least this much of the “ell’? 
W. A. Anderson, 
Shreveport Lumber Co. 





Shreveport, La., Aug. 9, 1921. 


WHY A MERCHANT MARINE? 
Editor The Traffic World: 

Why a merchant marine? 
that we are Americans. 

Is there anything sacred in the doctrine of an American 
merchant marine, or any lack of patriotism in being opposed to 
such an institution as an economic extravagance? No to part 1, 
of this question, and Yes to part 2. 

Is John Smith, who knows and cares nothing about the 
shipping business, willing to be taxed, in order that Bill Jones’ 
goods may be carried in American rather than foreign bottoms? 
Yes, absolutely. He should bear his share. 

If he ought to care, why ought he? As an American, it 
means considerable in the development of our country. 

If an American merchant marine cannot be maintained with- 
out taxation of the public—in other words, if it can only be main- 





To teach and show the world 


tained and operated at a loss—why not let foreign ships have 
the business? To have foreign ships carry our business, we 
might as well shut down all our industries and let our foreign 
friends supply all our manufactured goods, etc. 


You state the principal reasons why American ships cannot 
compete is the La Follette seamen’s law. This is some handicap, 
but not all. There have also been other reasons. 

Regarding subsidy, etc. Apply the Jones shipping act, and 
a discriminating duty of 10 per cent ad valorem, in addition to 
the duties imposed by law, on all goods which shall be imported 
into the United States in foreign bottoms. 

Can American steamship lines support themselves just as 
well as the railroads? Yes, if they are given an equal show 
with what the railroads have been given. 


There are foreign boats that can and will carry our com- 
merce. Yes, there are plenty of them, but it is an everlasting 
disgrace to us. Apply the Jones shipping act and discriminate 
duty; also demand that our American boats in the foreign serv- 
ice get an equal chance on the return cargo, and, with efficient 
management and the American people behind an American mer- 
chant marine, you will soon realize that the American merchant 
marine is a live one and not a dead one. 

You ask if we are not wasting millions and throwing good 
money after bad, in an effort to retain and make profitable an 
institution that was constructed out of what seemed to be a war 
necessity, but whose usefulness has now ended, and which ought 
to be junked at the least possible loss, now that the war demand 
for it has ended, and its expenses charged to profit and loss, ete. 
It was a war necessity, but it should not have been. If we had 
maintained our merchant marine long before the war we would 
have saved millions during the war. The merchant marine must 
not be junked. It must and can be developed. 

In addition, our present American owners of steamers must 
have their interests protected and working in conjunction with 
the Shipping Board. 

Give the present Shipping Board and its assistants a chance. 
Urge upon them efficient management and efficient operation 
and, with the backing of the American people in furnishing car- 
goes, and demanding of our foreign shipowners equal oppor- 
tunities for return cargoes, there will absolutely be no reason 
why our flag will not fly on the seven seas, thereby benefiting 
our American industries and labor and the railroads, making 
them more prosperous than ever before. 

A. P. Lane, Chairman, Transportation Directorate, 
State Chamber of Commerce and Agricultural League. 
Boston, Mass., Aug. 3, 1921. 





Editor The Traffic World: 

A recent contribution to this discussion has brought some 
just criticisms that it was not constructive. It was not intended 
to be. The purpose was to state some fundamentals and prepare 
the way for further remarks provided the editor would grant 
me the further privilege of these columns. 

“The mill will never grind with the water that has passed.” 
Let us accept the facts as they are and turn our faces toward 
the future. There is no problem of such scope toward which 
my associates of traffic can devote themselves more profitably 
or with greater satisfaction and honor. 

Let me state the local situation. We have here the finest 
terminal on the Atlantic coast, the army base pier. It is 4 
modern structure of great capacity and represents an investment 
of twenty-four millions of dollars. At this pier there are tied 
up today six fine ships, “eating their heads off,’ which represent, 
say, six million more of the people’s money. A total of thirty 
millions of your money, lying idle and more good money goilg 
after bad. 

Here is the problem: How can we make these things use 
ful? It would be better to put these ships into service of some 
kind, develop new trade routes, broaden our commercial horizon 
and enlarge our opportunities. But the first difficulty encoul- 
tered is that these Shipping Board ships might injure somé 
interest represented by private owners. The answer to this 1s 
whether the rights of the individual are greater than the rights 
of the nation. Moreover, “trade follows the flag.” 

“Commerce is dynamic and static.” 

The rights of private owners have been urged to such at 
extent that in certain parts of the country there seems to be 
a stigma of disgrace attached to operating Shipping Board ships. 
And yet there are some concerns operating Shipping Board ships 
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NOSA LINE 


Monthly Sailings to Principal Ports 
West Coast, South America—Direct Service 
Monthly Freight and Passenger Sailings 
Leeward and Windward Islands, Venezuela, Curacao} 
and Colombian Ports 


Three week freight sailings 
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Pacific Mail Steamship Co. 


Under American Flag-PASSENGERS AND FREIGHT-Established 1848 




















































TRANS-PACIFIC SERVICE 
“‘The Sunshine Belt to the Orient’’ 


San Francisco to Honolulu, Yokohama, Kobe, Shanghai, Manila, 
ongkong 


Passenger and freight sailings by new and luxurious U. S. Shipping Board 
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who have done so honestly and who have made money for the 
conse Commerce has no enemies to punish and no friends to 
reward. 

Coming down to a nearer view of the local situation, there 
is here at present a trade commissioner of one of our South 
American neighbors seeking a larger market for the products 
of his country. A direct service to hig country might not pay 
for six months, but after that the enlarged opportunities with 
regular and reliable service would wipe out the temporary “red 
ink balance.” An indirect service with several ports of call in 
both directions would help the thing along. And private inter- 
ests would not be injured, since this proposition represents an 
effort to make two blades of grass grow where none is growing 
now. 

J. D. Hashagen, Traffic Manager, 
. North Atlantic and Western S. S. Co. 
3oston, Aug. 3, 1921. 
Editor The Traffic. World: 

Why, indeed? It is regrettable, but apparently true, that 
such conditions as portrayed by Mr. Lasker do exist, and it 
goes to prove the old saying that politics and business are a 
poor combination, if you want a successful business. In a crude 
way, I will attempt to answer your questions. 

The U. S. Shipping Board fleet, now attempting to operate 
as a common ocean carrier, was built as an emergency to cover 
an abnormal situation created by the war, prior to which period 
the regular coastwise and foreign vessels were ample for the 
needs of American shipping. 

We ought, perhaps, to consider for a moment the subnormal 
trade conditions, both domestic and foreign, which have existed 
since the American merchant marine was put into service as 
a common carrier, and allow that it may not have had oppor- 
tunity really to show if it was self-maintaining. Looking squarely 
at the situation as pictured, however, it does not appear to me 
that even under favorable conditions this fleet can continue to 
operate on a profitable scale, if it cannot compete on an even 
basis with other ocean carriers; in which case the inevitable 
result will be increased taxation. Furthermore, seeing that such 
an instittuion is no longer necessary, we should not favor or 
support it for sentimental reasons. It is not reasonable to as- 
sume that anyone is willing to be taxed merely for the honor 
of maintaining a profitless national venture, and it would be a 
gross imposition to levy a tax on a whole nation to satisfy the 
whim of a few. 

The shipping public, as a general rule, are not interested 
in the kind of vessel on which their goods are transported, 
provided they enjoy the lowest rate, and receive satisfactory 
service. For this reason they do not care whether their goods 
are carried on American or foreign bottoms. “If an American 
merchant marine cannot be maintained without taxation to the 
public,” then I would say, by all means, let the foreign ships 
have the business. 

It is quite evident that under existing circumstances a mer- 
chant marine cannot operate on even terms with other steamship 
lines, and for this reason should be discarded. During hostilities 
money was spent lavishly and probably extravagantly, but at 
that time we were trying to win a war, and not keep a set of 
books. The situation is now reversed, and sentiment should not 
enter into a proposition which has passed the stage of useful- 
ness, and piling up a deficit eventually to be paid out of the 
public treasury. We all realize that millions of dollars were 
spent to build an emergency fleet, but where is the consistency 
in continuing to operate at a loss in a vain endeavor to retrieve 
a portion of the original amount expended? 

Will Payne, in his article, “What Really Ails the Railroads,” 
has shown clearly the evil of “oppressive regulation” and legis- 
lative “red tape” resulting from government control, and, while 
I do not agree with him that the railroads should be entirely 
free from government regulation, yet there is sound judgment 
in some of his arguments. The condition of the railroads today 
has proved beyond doubt that the government as a common 
carrier is a failure, and the public is certainly not anxious to 
be handed another lemon in the shape of a government-controlled 
merchant marine. 

B. Scrivener, 
Acheson-Graphite Co. 
Niagara Falls, N. Y., July 30, 1921. 





LEAVENWORTH & TOPEKA BONDS 


The Commission has authorized the Leavenworth & Topeka, 
in finance docket No. 1507, to issue at par $80,000 of first mort- 
gage 7 per cent bonds; $57,000 of the bonds to be delivered to 
a representative of Topeka interests in part payment for equita- 
ble or contingent interest held by them and to the line of rail- 
road operated by the applicant; $3,000 to be sold for the purpose 
of reimbursing the treasury for a like amount in cash heretofore 
expended in part payment for such equitable or contingent in- 
terests, and $20,000 to be deposited with the Central Trust 
Company of Topeka to create a sinking fund as required by the 
laws of Kansas. 
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ALL-AMERICAN SHIPPING FORCE 


The Trafic World Washington Bureay 


The Shipping Board announced August 8 that it would make 
its Overseas operating agencies all-American and, as soon as 
possible, get rid of foreigners among the officers and crews on 
ships controlled by the Board and its Subsidiary Emergency 
Fleet Corporation. Complaint has been bitter that British sub- 
jects practically controlled all operations of the Board at for- 
eign ports and, to a considerable extent, at American ports. 
During the war and the period immediately thereafter, on ac- 
count of the labor shortage and the unwillingness of Amer- 
icans to go to foreign ports for the comparatively small pay 
offered, the Board had to employ foreigners. Among the for- 
eigners so employed are engineers whose displacement may 
bring the Board in conflict with labor organizations, but the 
Board is willing to run that risk in its effort to Americanize 
its force. 


L. & N. STOCK AND BONDS 


The Trafic World Washington Bureay 


The Louisville & Nashville, in finance docket No. 1546, has 
applied to the Commission for authority to issue $53,000,000 
worth of its capital stock and to distribute the same as a stock 
dividend among its stockholders, to execute and deliver its first 
and refunding mortgage to secure various issties of bonds, and 
to issue series A of the bonds amounting to $28,615,000 and to 
sell $12,753,000 of the amount of the bonds to be issued. 

Of the bonds to be issued and sold $3,733,000 worth, accord- 
ing to the statement of President Mapother, are to be used to 
put money into the treasury of the company wherewith to carry 
on additions and betterments heretofore authorized by the board 
of directors, which are under contract, but not completed; 
$6,625,000 are to reimburse the treasury for money spent on 
carrying forward the additions and betterments made since 
March 1, 1920; $1,512,000 are to reimburse the treasury on 
account of disbursements made for equipment; $893,000 to reim- 
burse the treasury on account of maturities retired on August 
1; $15,862,000 are to be used for refunding or retiring a like 
amount of maturities. 


While all the bonds are to come into the treasury, authority 
is asked only to sell $12,753,000 worth, as hereinbefore set forth. 

The stock issue is to represent ithe income which, instead of 
being paid in money dividends, was put back into the property. 
The company said that whether the issue of stock for dividend 
purposes was proper depended primarily upon the amount of 
income used in extending and improving the property and out- 
side investments made with money which might have been dis- 
tributed among the stockholders at the time it was earned. To 
show that the proposed stock issue is no greater than the amount 
of money so used for the improvement of the property, the com- 
pany’s application contains a general balance sheet statement 
showing that the investment in road equipment, etc., amounts to 
$353,343,315 and that deducting therefrom the amount of capital 
stock and funded debt amounting to $265,900,561, leaves prop- 
erty amounting to $97,714,867 not covered by any capital issue. 
To that sum the company claims should be added other items, 
so that in the final statement of property not covered by capital 
issues it claims an investment in road, equipment and securities 
amounting to $96,615,648 and other assets shown in detail in the 
application amounting to $32,204,852, or a total of $128,820,700 
not covered by any capital issue. ‘In consideration of the large 
amount of valuable assets owned by the Louisville & Nashville 
Railroad Company against which no securities are outstanding 
in the hands of the public,” says the statement of the property, 
“it seems just and proper that the company should be authorized 
by the Commission to issue and deliver to its stockholders 
shares of stock for a part of the company’s corporate surplus in 
view of the facts herein presented.” 


The application, including a copy of the proposed first and 
refunding mortgage and all other underlying papers, is con: 
tained in a printed volume Royal forto size of 177 pages. 


PRIVATE TANK CAR MILEAGE 


Railroad members of the American Railway Association 
and parties to Fairbank’s car service tariff 7-A have proposed, 
by means of supplement No. 2, to that tariff, effective August 
31, to extend the accounting period for the equalization of 
empty and loaded mileage of privately owned tank cars, bY 
changing item 90-B, rule 11, and also Consolidated Freight 
Classification No. 2, effective August 31, in supplement 6, rule 
35, page 9, as follows: 


The requirement of this rule governing the equalization of mile- 
age on tank cars of private ownership, providing for an accounting 
period, June 30, 1920, or as has heretofore been mutually agreed upon, 
shall be waived, and such accounting period shall be extended _ one 
year and shall include the loaded and empty mileage accruing from 
March 1, 1920, to June 30, 1921 (or as otherwise provided), -inclusive, 
plus the outstanding mileage balances which existed as of Decembel! 
31, 1917, and thereafter the yearly accounting period shall prevail as 
provided by this rule. 
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HAVE YOU EVER THOUGHT OF HAVING 
A WASHINGTON OFFICE? 


IT IS RATHER AN EXPENSIVE PROPOSITION 


BUT OH! SO CONVENIENT 


Private room to work in, expert stenographers, wide carriage 
typewriters, duplicators, printing press, telephone, messengers, 
good nature and intelligence. 


We Have Established Such an Office for You 
and We Stand the Expense 
TAKE POSSESSION WHEN NEXT IN WASHINGTON 


SAMMIS, LAKE & COMPANY 
Whitefield Sammis 


Phone Main 2210 417 SOUTHERN BUILDING 


WOOD BOXES 


Are the Safest Containers 


Quality 
Trade Mark 
the 
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WEST VIRGINIA 


We Manufacture Only To the P rog ressive 
ee cat hee Traffic Manager 


Shipments 
Box Shooks—4-Ones—Any Size or Style 


D AVID M. LE A & CO., Inc. Have you ever had it proved 


to you that West Virginia 
RICHMOND, VA. 


mechanically hardened Fibre 
Daily Traffic World 
and 


is much more durable than 
Traffic Bulletin 


ordinary container fibre? 
Contains daily all the information 


published later in the weekly 


Traffic World 


and in the weekly 


Traffic Bulletin 


A subscription also includes a valuable - 


SERVICE FROM WASHINGTON 


that makes the price seem trifling. 


























It is puncture proof—water 
resisting——and can be worked 
to shapes of various sizes 
without loss of strength. 
















For special corner, side and 
end protectors, it has no 
equal for durability and 
strength. 










A special service department 
is maintained. We should 
be glad to have you consult 
it about your package prob- 
lem. 
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West Virginia Pulp & Paper Co. 


200 Fifth Avenue New York, N. Y. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 

will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 

and wide knowledge will answer questions relating to practical traffic 
oblems. We do not desire to take the place of the traffic man but to 

elp him in his work. Persons desiring immediate answer by mail or 

wire or a more elaborate treatment of any question—by the citation of 
i authorities in a legal opinion, for instance—may obtain this kind of 
{ private service by the payment of a reasonable fee. The right is re- 
\ served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 


Address Questions Answers Department, ' 
Traffic Colorado Building, Washington, D. C. 





3. 





Routing—Duty of Carrier to Forward Shipment to Railroad Sta- 


tion when There Is More than One Town of the Same Name 
in the State 


Texas.—Question: An L. C. L. shipment delivered by ship- 
per at El Paso, Tex., to railroad A on A’s bill of lading form, 
consigned to John Smith, Luna, New Mexico. There are 
three towns in New Mexico by that name, one in Socorro County 
with Magdalena, N. M., nearest railroad station, another in Quay 
County with Tucumcari, N. M., nearest railroad station, and an- 
other in Lincoln County, a railroad station on railroad B. 

Road A accepted shipment and sent it to Magdalena, N. M. 
Shipment was intended for Luna, Lincoln County, N. M., on 
road B. Railroad A returned shipment to El Paso, Tex., assess- 
ing charges both ways. 

Bearing in mind the fact that bill of lading showed destina- 
tion Luna, N. M., and shipment accepted by road A with Luna, 
N. M., as destination and sent to Magdalena, N. M., without 
consulting shipper, advise if carrier is correct in assessing 


charges against shipper for transportation to and from Mag- 
dalena, N. M. 


Answer: Inasmuch as the shipment in question was con- 


signed to a point at which there was a railroad station, although 
there were three towns of that name in the state, it is our view 
that the carrier erred in transporting the shipment to a point 
on its line for delivery to a point of the same name as that 
stated in the bill of lading located inland from one of its own 
stations. The shipper, it is true, ought to have delivered the 
shipment to the railroad serving the destination for which the 
shipment was intended, although, had the line to which it was 
actually delivered, transported the shipment to its connection 
with the line on which the proper point of destination was -lo- 
cated, the shipper could have been required to pay the trans- 
portation charges via that circuitous route. We are therefore of 
the opinion that freight charges may not be assessed on the 
shipment. 

In the case of Iola Portland Cement Co. vs. M. K. & T. Ry., 
Unreported Opinion 444, the Commission had under considera- 
tion a somewhat similar case, although in the instant case it 
does not appear that, as in that case, the correct rate and the 
route were inserted in the bill of lading. 

Delay—Measure of Damages for 

Ohio.— Question: On March 6, 1920, we forwarded a ship- 
ment via New Orleans, for export, and on August 30 we received 
a letter from the consignee stating that shipment had not been 
received, and we immediately sent out. a wire tracer, which 
brought out the fact that shipment checked short at New Orleans. 

Claim was immediately filed for $177.65, then, on November 
6, case was found and, after much correspondence back and 
forth, we agreed on April 22 to allow the railroad company to 
return the shipment to Cincinnati and we would inspect same 
and see what salvage could be allowed. When this shipment 
arrived at Cincinnati we offered to inspect it with the railroad 
company, or, if they cared to. we would take it to our factory, 
where a better inspection could be made; this the railroad agreed 
to do and we signed for the shipment in that manner, showing 
that it was for inspection only. 

On May 19 we offered to allow the railroad company 60 per 
cent, asking that they pay 40 per cent, but we did not hear any- 
thing from them until June 3, when their traveling claim agent 
called at the office and stated that the best settlement they could 
make would be on a 3314 per cent basis; this we refused to 
accept and immediately withdrew our offer at a settlement on a 
40 per cent basis. owing to the fact that a reduction in prices 
was to go into effect immediately and he stated that he had no 
authority to settle on anything better than the 3314 per cent 
basis and left the office. 

On June 6 we received a letter from the cashier of the rail- 
road stating that our check was ready for us for the 40 per cent 
of the claim; this we refused to accept and wrote to the general 
claim agent and a copy to the traveling claim agent, also a cony 
to the agent at Cincinnati, stating that we refused to accept 
their offer and we desired to know what disposition they wanted 
made of the goods subject to our order. 

We are now in receipt of a letter from the traveling claim 
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agent, stating thatas dar as they were eencerned the railroad 
company was not-interested in the goeds: and.they would not 
accept them andrthat<the only settlement they weuld make 
would be the 40 per cent as above advised. 

Kindly advise if in your opinion the railroad company can 
force us to accept this 40 per cent in view of the circumstances 
and,if you know of any ruling covering a case of this kind, could 
you kindly refer to same? 


Answer: The consignee or owner has no legal right to re- 
fuse goods merely because they are delayed and therefore the 
goods must be accepted and the carrier held liable for the dam- 
age resulting from the delay. For unreasonable delay in the 
transportation of goods the shipper, ordinarily, is entitled to re. 
cover the difference between the value of the goods at the time 
and place at which delivery should have been made and the 
value of the goods at the time tender of delivery was actually 
made, plus interest. This is the measure of the liability of the 
carrier, although, of course, it is competent but not obligatory 
on the part of the parties, to arrive at a compromise basis. 


Passage of Title as Affected by Term F. O. B. in Contract of 
Sale 


Oregon.—Question: Drawing your attention to your answer 
to “California” on page 90 of July 9, 1921, issue of The Traffic 
World, we would like to have your opinion on the following: 

We note that their order.read, “F. O. B. Los Angeles, freight 
to be deducted from the invoice.” To us it seems “freight to be 
deducted from the invoice” is the joker. If their order had been 
f. o. b. Los Angeles, only, in our opinion the title would not pass 
to the purchaser until the goods are delivered at destination; 
and we have always taken the stand that, in case of a loss the 
goods purchased f. o. b. delivery belong to the shipper until the 
shipment is actually delivered. We withhold payment of all 
invoices until shipment is actually delivered and then deduct 
freight; in case of a loss we refuse to pay, and on all shipments 
moving by water we do not insure, it being the shipper’s risk 
and we are not interested until delivery is made. 

We are of the opinion that f. o. b. destination point does 
more than designate the party by whom the freight is to be 
paid and that the title of the goods does not pass to the con- 
signee when the goods are delivered to the carrier at point of 
origin. 

Answer: Section 203 Ruling Case Law reads in part as fol- 
lows: ‘Where the contract contemplated the transportation of 
the subject matter by a carrier and the provision is for delivery 
f. o. b. cars at point of destination, the liability to pay the 
transportation charges is on the seller. 

“Where the provision is for delivery f. 0. b. at the point of 
shipment the duty to pay the transportation charges is on the 
buyer.” 

Inasmuch as the contract referred to by you contained the 
stipulation that freight was to be deducted from the invoice, this 
fact, together with the use of the term “f. 0. b. Los Angeles” 
in the contract is prima facie, if not conclusive, evidence, of the 
fact that title was not to pass until delivery of the goods at 
destination, as the payment of the freight charges by the seller 
is evidence to show that the seller assumed the duty of delivery 
at point of destination. Furthermore, the terms of this contract 
seem to be in accordance with the general practice of your 
company of deducting the freight from the invoice upon delivery 
of the goods at destination. Therefore, the inclusion of the stip- 
ulation that freight is to be deducted from the invoice does not 
indicate that title is to pass at point of shipment, but, on the 
contrary, that title is to pass on delivery of the shipment at 
destination. 


Reconsignment—Rate Applicable 


Tennessee.—Question: We have recently had an occasion to 
file claim against carriers for refund of excess charges collected 
under following circumstances: On July 5, 1920, we shipped a 
car of coal from Beaver Dam, Ky., on the Illinois Central Rail- 
road to LaGrue, Ark., on the Cotton Belt Railroad, which was 
refused by the consignee while in transit, and we placed recon- 
signing order with the Illinois Central Railroad to divert car in 
transit to other consignees which was overlooked by the Illinois 
Central Railroad. Car eventually reached destination and was 
rejected by consignee. 


In order to avoid back-haul of a long distance which was 
occasioned by negligence of the Illinois Central Railroad, we 
accepted shipment and reconsigned same to Fairmount, Ark.. 
a local station on the Cotton Belt Railroad, which necessitated 
a back-haul of approximately nine miles. 


We have contended for protection of through rate from 
mines to destination plus 1 cent per hundred back-haul, quoting 
as our authority Illinois Central Railroad Tariff 3010. I. C. c. 
E-1493; Cotton Belt 7105, I. C. C. 3721, and Cotton Belt 6900, 
I. C. C. 3590, which provides for reconsignment with the back- 
haul or side-haul privileges. — 

Carriers demand settlement of freight charges on basis of 
local rates to and from first destination, citing as their authority 
rule No. 12 of the Uniform Reconsigning and Diversion Tariffs, 
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Red Ball Freight Service 


‘‘Car arrived 24 hours before bill of lading.”’ 


Think of it! From the time of loading at Kansas City until 
the car was received for unloading at Memphis—484 miles away— 
only 48 hours elapsed. 

The Frisco is also the short line from Saint Louis to 
Texas. Fast service is given through all gateways if you ship 
via Frisco Lines ‘‘Red Ball’’ freight. 














“Red Ball” is a highly specialized feature of Frisco freight 
service, insuring prompt and expeditious movement of various 
classes of merchandise both in carload and less-than-carload lots. 

For detailed information, and list of the commodities regularly 
moved under “‘Red Ball” orders, and how to obtain this expedited 
service for your shipments, write, 


George F. Macgregor, 
General Freight Agent, Frisco Lines, 








856 Frisco Building, Saint Louis, Mo. 
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which, as you know, provides that shipment reconsigned after 
placement at destination local rates would apply. 

We are contending that placement was not effected as 
defined in the tariffs as LaGrue, Ark., is a station maintaining 
no industrial tracks, but only a passing track and that rule No. 
12 would not govern this reconsignment and through rates plus 
back-haul rates should apply. Will you kindly advise? 

Answer: Inasmuch as the initial carrier had specific in- 
structions to divert the car in transit, there was no placement 
of the car at that point, as the instructions of the shipper were 
to the contrary. This, even though, as you state, you accepted 
delivery of the car at that point, for the reason that it appears 
that the so-called acceptance on your part was merely for the 
purpose of reconsignment, the car, in reality, having been held 
at that point by the carrier for disposition instructions. There- 


fore the proper charge to be applied is the rate to LaGrue, Ark., 
plus the back-haul charge. 


Misrouting—Shipment Moved Over Higher Rated Intrastate 
Route Rather than Lower Rated Interstate Route 


Minnesota.—Question: A less-than-carload shipment of flour 
was made from Wells, Minn., to Reading, Minn. This shipment 
was billed by the shippers on an order-notify bill of lading with 
C. M. & St. P. Ry. Co. only, shown in the route column and 
with no rate shown in the rate column.- The receiving agent 
of the C. M. & St. P. Ry. Co. signed the bill of lading without 
exceptions and without questions. The shipment was waybilled 
and handled by the carriers via C. M. & St. P. Railway Co., Pipe- 
stone, Minn., and C. R. I. & P. Ry. Co., over which route an 
intrastate distance or mileage rate of 50% cents per cwt. is 
applicable and was assessed by the carriers. C. R. I. & P. Ry. 
Co. Tariff 22200-G, I. C. C. C-10638, names a through rate of 40% 
cents per cwt. on flour in less-than-carload lots, applying via 
C. M. & St. P. Ry. Co., Albert Lea, Minn., and C. R. I. & P. Ry. 
Co., an interstate route. : 

A claim was filed for the difference between the intrastate 
rate and the interstate rate, inasmuch as it is the duty of the 
carriers to handle or route shipments via the cheapest routes 
in accordance with a ruling of the Interstate Commerce Com- 
mission. The claim was returned to us by the carriers, declining 
to entertain it. The carriers’ reason for declining this claim 
is that the joint rate prescribed between points in the state of 
Minnesota must be applied in the absence of interstate routing 
in accordance with the laws of the state of Minnesota. We re- 
turned the claim to the carriers and referred them to Interstate 
Commerce Commission ruling which imposes upon them the duty 
to route shipments via the cheapest routes. The carriers again 
returned the claim and again declined it, stating that Interstate 
Commerce Commission Conference Rule 140 covers the case fully 
and that in. view of this rule they are not permitted to protect 
the rate in effect via the interstate route except under special 
permission of the Interstate Commerce Commission, in view of 
shippers neglecting to provide for interstate routing in the bill 
of lading. 

Answer: We have examined a compilation of the railroad 
laws of the state of Minnesota, and fail to find that the Min- 
nesota laws require the handling of unrouted shipments via an 
intrastate route. In our opinion, the question of whether or not 
this shipment was misrouted is governed by the common law, 
and the applicable principle, as stated in Northern Pacific Rail- 
way Company vs. Solum, 247 U. S. 477, is as follows: ‘Where 
a railroad company operates two lines of railroad between the 
same points, and the freight rate over one line is less than such 
rate over the other line, if other conditions are reasonably equal, 
it is the duty of the company to transport shipments between 
those points over the line which will give the shipper the bene- 
fit of the cheaper rate.” 

In the instant case, the lower rate applied via the shorter 
interstate route, and the common law obligation resting on the 
carrier would seem to require the carrier to make the shipment 
over the interstate route. In our opinion, the carrier should 
acknowledge responsibility for misrouting the shipment and 
make refund to the shipper, in accordance with Interstate Com- 
merce Commission Conference Ruling 214-(d), which provides 
that if a carrier’s agent misroutes a shipment and thus causes 
extra expense to the shipper over and above the lawful charges 
via another available route, and responsibility for agent’s error 
is admitted by the carrier, such carrier may adjust the over- 
charge so caused by refunding to shipper the difference between 
the lawful charges via the route over which shipment moves 
and what would have been the lawful charges on same shipment 


at the same time via the cheaper available route which could 
have been lawfully used. 


Demurrage—Frozen Shipments 

Ohio.—Question: Our contention has been called to the 
Commission’s reopening for reconsideration of case 11085, Vir- 
ginia Iron, Coal & Coke Company vs. Norfolk Western Railroad, 
covering demurrage on frozen ore. 

Our contention is that, according to the official ruling, the 
charges assessed under car service rule, due:to the fact that 
the material was frozen were unreasonable. We have had the 
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same experience with the Pennsylvania Co. in 1918 and 1919, on 
which a large number of cars were frozen, under constructive 
notice, due to the fact that they were unable to get the cars 
placed in our yard, for the reason that the cars that were in 
the yard were frozen and could not be unloaded. 

Therefore, under the constructive notice we were compelled 
to pay car service on the cars on which the Pennsylvania Com- 
pany served constructive notice, we being unable to unload the 
cars that were in our yard promptly, due to the fact that they 
were frozen, although we were doing our utmost by heating 
process to unload the cars. 

We would therefore appreciate if you will advise if, accord- 
ing to the decision of the Interstate Commerce Commission in 


_the Virginia Coal & Coke Company’s case, we would not have 


the right to claim refund in our case. 

Inasmuch as the cars could not be placed on account of 
frozen cars in our yard, our contention is that no car service 
should be assessed under constructive notice. 

Answer: The facts which you recite are not similar to those 
in Docket No. 11085, Virginia Iron, Coal & Coke Company vs. 
Director-General and Norfolk & Western Railway, 61-I. C. C. 200. 
The question involved in that case was as to whether demurrage 
was properly assessable on cars which had been placed, but 
which could not be unloaded within the 48 hours’ free time 
accorded by the demurrage tariff, because of their frozen con- 
dition and as to which the written notice required by a provision 
of the demurrage tariff had not been filed with the carrier. 

The question to be considered in the instant case is whether 
demurrage charges may be assessed on cars under constructive 
placement which could not be placed because of the inability of 
the consignee to receive such cars on account of the frozen con- 
dition of cars which had already been placed but which could 
not be promptly unloaded, and is similar to that covered by the 
opinion of the Commission in Docket 11274, Wharton Steel Co. 
vs. D. G. and Cent. Ry. of N. J., 59 I. C. C. 613. 

The sufficiency of consignee’s notice to carrier, that the ore 
was frozen upon arrival, was the point in issue in Docket 11085, 
while in the instant case, this question is not involved. In 
Docket 11085 the cars were tendered in a frozen condition, 
whereas in the instant case, this question is not involved, and. 
therefore, the frozen ore rule in the demurrage tariff has no 
bearing whatever on your shipments, as they were not frozen 
until after they were tendered for delivery, it being noted that 
the frozen ore rule contains the following provision: “This 
exemption shall not include shipments which are tendered to 
consignee in condition to unload.” 

The United States Supreme Court, in Pennsylvania Railroad 
Company vs. Kittaning Iron & Steel Mfg. Company, 253 U. S. 
319, sustained the established policy of treating the single car 
as the unit in applying demurrage charges. Under this rule 
or policy each car must be considered separately, and no extra 
free time can be allowed on cars under constructive placement, 
because of an accumulation of cars on consignee’s unloading 
tracks. 

In our opinion, therefore, you are not entitled to any addi- 
tional free time on the cars which were held under constructive 
placement, due to the fact that the unloading tracks were 
occupied by cars containing frozen ore. The only rule under 
which you might secure relief is the bunching rule, and this 
rule is subject to certain restrictions and limitations. From 
your statement of facts, we cannot tell whether or not the 
bunching rule can be used. 

Even if the shipments had been frozen when the cars were 
put under constructive placement, no additional free time could 
be allowed unless the time required by consignee for unloading 
a car of frozen ore was in excess of the free time of 48 hours. 


Undercharges—Collection of by Carriers 


Ohio.— Question: In May, 1917, we made a shipment to a 
customer of ours who about a month after receiving shipment 
was declared a bankrupt. The delivering carrier is now asking 
us to pay the charges which accrued on the shipment, and we 
would like to know by what authority they can force collection 
at this late date. 

For your information we are quoting part of the last letter 
we have received from the carrier: “The reason that we did 
not collect on delivery of this shipment was because the above 
firm was on our credit list; however, this does not relieve the 
shipper of the liability of paying these freight charges. AS 
the transportation laws state that the consignee is only an agent 
for the shipper, the government compels the carriers to collect 
all legally assessed freight charges and therefore we must request 
that you let us have payment to cover this bill by return mail.” 

Isn’t there a time limit on carriers in cases of this kind, the 


- same as is placed on shippers with reference to claims? 


Answer: Section 16 of the interstate commerce act now 
contains a provision to the effect that all actions at law by cal- 
riers subject to the act for recovery of their charges, or any 
part thereof, shall be begun within three years from the date 
the cause of action accrues. Prior to the incorporation of this 
provision in the interstate commerce act such actions were 20V- 
erned by the statutes of limitation of the state within which 
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Board of Harbor Commissioners 


SUITE 33, CITY HALL, LOS ANGELES, U.'S. A. 


DIRECT FREIGHT AND PASSENGER SERVICE TO 


HAWAIIAN ISLANDS 


FROM 


PORT OF ASTORIA 


ASTORIA, OREGON 
BY 


Alaska Steamship Company-—sS. S. “CORDOVA” 


Sailing August 30, and Every Thirty Days Thereafter 
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Transcontinental Rail Connections and Freight Rates 
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suit was brought, and, inasmuch as there is no provision in 
the interstate commerce act giving a retroactive effect to the 
amendment of section 16, it is our opinion that suit may be 
brought by the carriers within the period of time prescribed 
by the state statutes, but not later than three years from the 
date of the passage of the provision now carried in section 16 
of the interstate commerce act referred to above. 


Demurrage Resulting from Delay of Carrier in Furnishing 
Weights 

Connecticut—Question: Several order-notify carload ship- 
ments routed via A Railroad were allowed to go off the initial 
carrier’s road, also moved through to destination without being 
weighed. Upon arrival of these cars at destination they were 
refused by the consignee, rejecting material, necessitating re- 
consigning orders being issued. The delivering carrier has as- 
sessed demurrage charges, claiming that the omission of the 
initial carrier to weigh these cars did not delay the unloading. 


We have filed claim to recover said demurrage charges, 
notifying the carrier that, on account of these shipments moving 
on order-notify bills of lading, it was impossible for us to mail 
these documents to destination for the purpose of having the 
above cars released until we had received the scale weights 
involved, several days having: elapsed before we finally secured 
this information. 

The delivering carrier refuses to honor refund of the above 
demurrage charges as stated above, and it is my contention that 
the negligence of the delivering carrier failing to weigh the 
above cars on their lines really accounts for the delay occa- 
sioned in having cars released. I will appreciate any rulings 
or decisions covering the above case. 

Answer: While we do not locate a decision of the Com- 
mission covering, it is our opinion that, inasmuch as the weigh- 
ing of cars by the carrier is primarily for the purpose of col- 
lecting freight charges and not for the purpose of enabling the 
shipper to determine the sale price of goods shipped, the Com- 
mission would not consider the delay in the instant case as a 
railroad error or omission justifying the waiving of demurrage 
charges. 

Misquotation of Rates 

Missouri.—Question: For several years we have had a reg- 
ular carload movement of a certain commodity from North 
Adams, Mass., to St. Louis. One of the competing railroads, 
desiring to obtain some of this business, solicited same very 
diligently. So in time we wrote this railroad asking their rate 
and the proper routing to be used, to which they replied in 


. writing, giving the rate and routing, and as the rate corre- 


sponded with the rate we had been receiving we instructed the 
shippers to route several cars their way. We paid the freight 
on these shipments upon rate which was quoted, in some in- 
stances changing the freight bills and giving the tariff authority. 

After a lapse of several months balance due bills were pre- 
sented on the basis of a higher rate, and upon communicating 
with the department that originally quoted the rate, they ad- 
vised that the higher rate was correct. In view of the fact that 
we had their rate in writing, was it necessary for us to pay 
the balance due bills? If so, can the amount be recovered 
through claim? 

Answer: The Interstate Commerce Commission has held in 
a number of cases that a shipper is charged with notice of the 
lawful tariff rate and that a misquotation of a rate is not ground 
on which to base a complaint for reparation. See Obear-Nester 
Glass Co. vs. Mo. Pac., 41 I. C. C. 446, and Utah Wholesale Gro- 
cery Co. vs. N. W. Ry. Co., 39 I. C. C. 345. While under section 
6 of the act a carrier who shall misquote the applicable rate 
upon written request made upon the agent of the carrier is 
liable to a penalty of $250, this penalty accrues to the United 
States and not to the shipper. There is, therefore, no means 
by which the amount represented by the balance due bills can 
be collected from the carrier. 


Loss of Goods by Carrier 


Iilinois—Question: On March 12 we forwarded to our order, 
notifying our customer, via C. B. & Q. freight, some wallpaper 
which was not accepted by the consignee. In answer to our 
tracer of April 26, on May 14 we received notice from the Bur- 
lington Railroad which told us, among other things, that if dis- 
position was not received before the expiration of sixty days 
from the date of notice, the shipment would be sold without 
further notice. We were corresponding with our customer in 
the hopes of getting him to accept the material he ordered. 
Finding it impossible to get this acceptance, on July 17, we sent 
the bill of lading to the railroad company, requesting a recon- 
signment of the shipment to ourselves, and were told by them, in 
their letter of July 25, that the shipment had been forwarded 
to their over-freight station at Omaha and disposed of on June 
14. We cannot find anything on the bill of lading which gives 
the carrier authority to dispose of a shipment without first 
notifying the owner, or that gives them authority to dispose of 
it under any consideration. May we have your opinion? 

Answer: The sale of freight by a carrier for transporta- 
tion charges is covered by the statutes of the various states 
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and the carrier in disposing of freight must strictly observe the 
provisions of the statutes or respond in damages to the owner 
of the goods. Whether or not the carrier in the instant case jis 
liable for the value of the goods you shipped depends upon the 
provisions of the statutes of the state in which the point to which 
such goods were shipped is located. 


Liability of Rail Carrier for Loss Occurring on Connecting Water 
Carrier 

New York.—Question: Will you please interpret section 437 
of the transportation act of 1920, amending the eleventh para- 
graph of section 20 of the interstate commerce act, which pro- 
vides: “That if the loss, damage, or injury occurs while the 
property is in the custody of a carrier by water—the liability 
of such carriers shall be determined by and under the laws and 
regulations applicable to transportation by water, and the lia- 
bility of the initial carrier shall be the same as that of such 
carrier by water.” 

We take this to mean that the inland rail carrier is relieved 
of the liability imposed upon it by the Carmack amendment 
to the extent of the limitation of the water carrier’s liability. 

Answer: Paragraph 11 of section 20 of the interstate com- 
merce act, known as the Cummins amendment, makes the initial 
carrier liable to the lawful holder of a receipt or bill of lad- 
ing, for any loss, damage or injury to property covered thereby 
caused by it or by any common carrier, railroad or transportation 
company to which such property may be delivered or over whose 
line or lines such property ‘may pass when transported on a 
through bill of lading. The effect of the provision referred to 
by you is to limit the liability of the initial carrier for losses 
occurring on connecting carriers to the extent that the liability 
of such water carriers is limited by the laws and regulations 
applicable to transportation by water, particularly by what is 
known as the Harter act. 


Liability of Connecting Carrier 


Alabama.—Question: On February 27, 1919, during the pe- 
riod of federal control of the railroads, there was shipped to us 
from a point on the Grand Trunk in Canada, a carload of ruta- 
baga turnips. This car moved through Buffalo, N. Y., then 
Potomac Yards via Southern Railway to Birmingham, Ala. The 
contents were partly frozen on arrival and we filed claim against 
the delivering carrier. The claim was declined on the grounds 
that the loss was not in excess of 2 per cent, and for no other 
reason. We entered suit against the delivering line—Southern 
Railway System, and the federal liquidating agent. 

We have had a conference with the attorneys of the South- 
ern and they admit that the carriers are liable for the damage, 
but that the damage did not occur on the lines of the Southern 
and therefore we should have sued the initial carrier, even 
though the initial carrier did not have a representative in this 
district and, in addition to this the shipment originated in 
Canada. 

The attorneys for the Southern state that they are not aware 
of any decisions whereby we had a right to sue the delivering 
carrier under the circumstances as outlined above. Our inves- 
tigation tends to show that they are correct in claiming that 
the damage was done before reaching their lines. The attorneys 
state, however, that if we can cite them to competent decisions 
defending our action in suing them that they will authorize pay- 
ment. 

If you are aware of any decisions that will support our 
action in suing the delivering carrier under the circumstances 
as outlined I will appreciate your advice and opinion. ; 

Answer: The rule is well settled that, in the absence of 
some special statutory provision, or of a partnership agreement, 
or joint undertaking between several lines of carriers, an inter- 
mediate or terminal carrier is liable only for loss or injury 
occurring on its own line, and this rule, it is said, is specially 
applicable where there is no prorata sharing of freight charges 
made under the initial contract, and where the terminal car- 
rier refuses to receive a shipment under the initial contract, but 
receives the same under a new contract whereby it makes its 
own rates and collects its own charges, and limits its liabilities 
to its own lines. The initial carrier acts only as agent with 
respect to the portion of the route beyond its own lines. A 
connecting carrier is not an insurer of goods against damage 
resulting thereto while in its possession from causes occurring 
before the goods were delivered to it and for which it was not 
responsible, it being, under such circumstances, required to 
exercise only reasonable care to save the property from further 
damage after the condition which caused the damage has beet 
discovered or should have been discovered by it in the exercise 
of such care. See Otrich vs. St. L. I. M. & S. Ry. Co., 134 S. W. 
665, and M. K. & T. Ry. Co. vs. Texas & Stark Grain Co., 131 
S. W. 410. 

Eggs—Allowance of Five Per Cent in Case of Damage 

Minnesota—Question: Recently we filed claim against the 
railroad company for the value of eggs which were damaged in 
six cases in a carload shipment. These eggs were rehandled 
and repacked, although the bill of lading made out by the ship 
per did not describe the eggs in that manner. The Western 
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Weighing & Inspection Bureau report shows the number of 
eggs damaged in each case and the way each case was marked, 
showing that the eggs in the car were of different grades. 

We filed claim for actual damage, not making any allowance 
for five per cent for natural breakage, as provided for in Con- 
solidated Freight Classification No. 2, page 152, item 4, section 
6, for the reason that the eggs were repacked. 

The railroad company insisted that we allow the five per 
cent, owing to the fact that the shipper did not make the nota- 
tion on the billing that the eggs were repacked, as provided for 
in Consolidated Freight Classification No. 2, page 151, item 4, 
section 1. 

Furthermore, when this five per cent allowance is to be 
taken into consideration should this five per cent deduction be 
made from the total amount of the claim, allowing five per cent 
for each case, or shall the five per cent allowance be taken from 
each individual case, such as a case having only 9 broken eggs, 
which would be less than five per cent of that case, so there 
would be no claim. In filing our claims we have drawn up the 
total loss or damage and then have made an allowance of five 
per cent for each case damaged, or 1% dozen for each case, 
which amount of money has been deducted from the total amount 
of claim. 

In this particular case is the railroad company correct in de- 
manding the five per cent deduction for natural breakage, due to 
the fact that the shipper did not specifp on the bill of lading that 
the eggs were repacked, although the Western Weighing & Inspec- 
tion Bureau report shows the marking on the several different 
cases to be of different quality? 

Answer: If the shipment did in fact consist of rehandled 
and repacked eggs and conclusive proof thereof is available, we 
are’ of the opinion that the carrier may not rightfully refuse 
payment of the full amount of the claim, regardless of the fail- 
ure of the shipper to make the proper notation on the bill of 
lading as to character of the shipment. 

This for the reason that the so-called five per cent rule is 
based upon the assumption that, except as to stored, packed and 
rehandled and repacked eggs a certain number of broken or 
damaged eggs are ordinarily packed into a case, and the rule is 
therefore limited in its application to such eggs. 

With respect to the manner of applying the five per cent 
deduction, it should be noted that section 6 of note 6 of Con- 
solidated Classification provides: ‘“‘Each case shall be used as 
a unit, provided information is furnished the carrier by joint 
inspection or otherwise of the damage in each case. In other 
instances the consignment shall be the unit.” 


N. Y. C. BOND EXCHANGE 
The. Trafic World Washington Bureau 


The New York Central has been authorized, in finance 
docket No. 1528, to issue not to exceed $4,425,000 of 4 per cent 
consolidation mortgage bonds, series “A,” in exchange par for 
par for a like amount of New York Central & Hudson River 
Railroad 3.5 per cent Lake Shore collateral bonds. 

This exchange of bonds is to be made if and when the hold- 
ers of 3.5 per cent Lake Shore collateral bonds make the de- 
mand. The agreement under which the old New York Central 
& Hudson River and the Lake Shore were consolidated provides 
among other things that holders of Lake Shore collateral bonds 
not exceeding $70,000,000 for which consents in the consolidation 
were given and accepted by the old New York Central shall 
have the right at any time subsequent to the consolidation to 
exchange for cancellation such 3.5 per cent collateral bonds for 
a like amount of 4 per cent consolidation mortgage bonds, 
series “A.” 

In “Proposed Bond Issue by N. Y. C. & H. R. R. R. Co,” 30 
I. C. C. 147, the Commission expressed the opinion that, from a 
standpoint of economy in operation and facility in the future 
financing of the two companies, the consolidation was war- 
ranted, and (while under the law existing at that time the 
Commission had no jurisdiction or control over such matters) 
that, as a practical matter, the exchange of the 3.5 per cent 
Lake Shore collateral bonds for 4 per cent consolidation mort- 
gage bonds under the circumstances disclosed was a necessary 
step in the carrying out of the proposed consolidation plan as 
outlined to the Commission by the New York Central & Hudson 
River Company. 

No objection was raised by anyone to this carrying out of 
the consolidation agreement which was passed on favorably 
by the Commission at the time the plans were made, though 
the Commission had no jurisdiction 


PACKING AND MARKING 


A circular of the National Industrial Traffic League to mem- 
bers says: 








At a joint meeting of sub-committees representing the demurrage 
and storage committees of the American Railway Association and the 
National Industrial Traffic League, at Montreal, Canada, July 18 and 
19, attention was called to the importance of the proper marking and 
packing of shipments. This, to some extent, seems to have been 





TRAFFIC WORLD 





Vol. XXVIII, No. 7 






overlooked in the past by many members of the League; and, in view 
of the recommendation by the two committees above mentioned, jt 
seems desirable to urge members to exercise more care in the future 
both in the matter of marking and packing. : 

Suggestion was also made that all packages should show the 
shipper’s name and address, so that, in the event shipments are 
unclaimed or refused, or for any reason sent to storage, the carrier 
can give notice to the shipper. In order to avoid confusion, the word 
‘‘from’’ should precede the name and address of the shipper. 

The various classifications not only provide lower ratings for 
certain kinds of packing, but, in many instances, specifically require 
compliance therewith, and a shipper in following these instructions, 
will not only obtain the advantage of a lower rate, in many instances 
but will greatly facilitate the proper handling and delivery of his 
shipments. 





CONSOLIDATED CLASSIFICATION DOCKET 


In the Weekly Traffic Bulletin this week is printed the 
special docket of the Consolidated Classification Committee 
for hearings of the Official, Southern and Western classification 
committees for cansideration of proposals for changes in and 
additions to shipping container rules and requirements. The 
hearings will begin at San Francisco, September 7; Chicago, 
September 20; New York, September 26, and Atlanta, October 26, 
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Digest of New Complaints 

2 * 

No, 12965. Merchants’ Exchange of St. Louis et al. vs. Aberdeen & 


Rockfish et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential rates on grain and grain products from Ohio and Missis- 
sippi River crossings to Mississippi Valley, southeastern and Caro- 
lina territories. Asks just and reasonable and non-discriminatory 


rates. 
No. 12966. East Bay Water Co. et al., Oakland, Calif., vs. Payne, as 
agent. De 
Unjust, unreasonable rates on petroleum fuel oil from Rich- 


mond, Calif., to Oakland, Calif. Asks reparation. 
No. 12967. C. H. Hammond et al., Millarton, N. D., vs. 
tinental et al. 

Unjust and unreasonable rates on grain from Sydney and Mil- 
larton, N. D., to Minneapolis, Duluth and Chicago. Asks repara- 
tion. 

No. 12968. Judson Manufacturing Co., San Francisco, vs. 
Pacific and Payne, as agent. ; 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential or prejudicial rates for inter-plant switching service at 
complainant’s plant at Emeryville, Calif., on ingots and other steel 
articles. Asks for reparation. 

No. k 9 Charleston (S. C.) Traffic Bureau vs. Atlantic Coast Line 
et al. 

Alleges that application of 
flavoring syrup in metal cans, in barrels or boxes, L. C. L., is 
unjust, unreasonable and unjustly discriminatory as compared 
with third class and lower ratings accorded similar edible articles. 
Asks for third class rating. 

No. 12971. The Rochond Co., Van Wert, O., vs. 
agent, et al. 

Unjust and discriminatory rates on crushed white stone and 
crushed marble from Whitestone and Tate, Ga., to Van Wert, O. 
Asks just and non-discriminatory rates and reparation. 

No. 12972. The State Highway Dept. of Texas, Austin, Tex., vs. James 
C. Davis, as agent, et al. 

Unjust, unreasonable and unduly prejudicial rate charged on 
one car of black powder from Raritan Arsenal, Nixon, N. J., 
February 3, 1920, originally consigned to State Highway Dept., 
Lincoln, Neb., reconsigned to State Engineer, Austin, Tex. Asks 
reparation of $500. 


Midland Con- 


Southern 


second class rating on chocolate 


James C. Davis, as 


No. 12973. Chevrolet Motor Co. of New York vs. James C. Davis, as 
agent, et al. 
Unjust, unreasonable and unduly discriminatory rates on tire 


earriers from Detroit, Mich., to Tarrytown, N. Y., during the 
period, October, 1917, to October, 1919. Asks for reparation and 
establishment of item in classification to cover tire carriers, loose 
or in packages, minimum weight 30,000 Ibs., at ratings not to 
exceed fifth class. 

No. 12974. Continental Gin Co., Birmingham, Ala., vs. Payne, as agent. 

Unjust and unreasonable rates charged on six carloads of cotton 
trampers or packers, shipped during 1919, from San Antonio, Tex., 
to Atlanta, Ga., Birmingham and Prattville, Ala., and Memphis, 
Tenn. Asks reparation of $892.50. 

No. egy Arizona Packing Co., Cactus, Ariz., vs. 
et al. 

Unjust, unreasonable, unjustly discriminatory rates on live stock 
from points in Arizona, California, Colorado, Kansas, Oklahoma, 
New Mexico and Texas and other states to Cactus, Ariz., and on 
fresh meat and packing house products from Cactus, Ariz.. to 
various interstate destinations. Alleges that the rates in effect 
are unduly prejudicial to Cactus and unduly preferential of com- 
plainant’s competitors at Los Angeles, San Diego, El Paso, Ft. 
Worth, Oklahoma City, Wichita, Kansas City, Denver and other 
cities. Asks for just and reasonable rates and reparation. 

No. 12976. Arizona Packing Co., Cactus, Ariz., vs. Arizona Eastern et al. 

Alleges that failure of defendants to perform loading and un- 
lading services on shipments of live stock at complainant’s pack- 
ing house at Cactus, Ariz., or to make an allowance in lieu 
thereof while contemporaneously performing such services for 
complainant’s competitors results in unjust and unreasonable 
rates. Asks for establishment of loading and unloading services 
without extra charge above the line-haul rates or allowances in 
lieu thereof, and reparation. 

No. 12977. Jackson Chamber of Commerce, Jackson, Mich., et al. VS. 
Ann Arbor R. R. et al. 
Unjust, unreasonable, unduly prejudicial and unjustly discrimi- 
natory charges on bituminous coal from the Ohio fields and from 
the Inner and Outer Crescent fields to Jackson, Mich., Chelsea, 
Cement City, Coldwater, Albion, Fenton, Union City, Newaygo, 
Petoskey, Mich. Ask for just and reasonable rates and reparation. 
No. 12978. The Quaker Oats Co., Chicago, Ill., vs. Director General, 
as agent, Canadian Northern et al. 

Unjust and unreasonable storage charges at Long Dock, Jersey 
City, on rolled oats shipped from Neepawa, Manitoba, by reason 
of defendants’ failure to notify complainant of arrival. Asks for 
reparation. 


Arizona Eastern 
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nittee Should first approach the carrier with a carefully considered and comprehen- 
sgn sively prepared, concrete proposition, showing how or why— 
discal . The present rate works to his disadvantage; 


per 26. . His rate is unreasonable or unjustly discriminatory; 
The competition he has to meet; 
How, perhaps, readjustment would inure to the carrier’s advantage, as 
well as the shipper’s. 


Note 1. 


om Where any or all of these features are involved, if the shipper sets forth the 
na tory facts in a convincing manner he is usually far more successful, saves more time 
me, as and money, than he who merely insists his rates are too high and demands read- 
Rich- justment, and, failing in that, proceeds before the Commission, or through his 
a Con- Congressmen, in an effort to secure relief. Dealing in generalities is a slow 
Mil method of achieving results. Definite proposals, with substantiating evidence, 
compel consideration. 


ruthern 


y, bref. Proceedings before the Commission at best are slow and expensive, and many 
or steel are inclined to put up with unfair rates and shipping conditions, rather than 
st Line tie themselves up in formal proceedings. Furthermore, this plan does not make 
ocolate for better co-operation between carriers and shippers, so necessary to commer- 
mpared cial welfare. What will you do? The carriers haven’t sufficient forces to work 
sa, up everybody’s rate troubles in order that they may apply a remedy. You couldn’t 
os sal afford to pay rates sufficiently high to enable carriers to carry such large forces, 
‘ert, 0. but there is a solution. 

James ’ 

zed on Note 2. The Solution: 

ONS The Traffic Service Corporation rate and traffic specialists will, on short no- 
avis, as tice, make a thorough analysis of your rate adjustments and recommend changes 
on tire necessary if merited, setting forth all pertinent data and facts which will enable 
ion and you to go to the carrier and show it what you are getting and what you are 
not to entitled to—quickly. If rate matters were thus handled, the Commission’s docket 
} agent. would be less congested, more people would be enjoying their inherent rights, 
ne es business would constantly improve. Try it. Let us diagnose your case. If our 
Raaiulll analysis and exhibits are not convincing to the carriers, they can then be used 
ae in a formal proceeding before the Commission. Chances are, however, the car- 
lahoma, rier will meet you half way. 
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Docket of the Commission | 


Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


August 15—Washington, D. C.—Commissioner Lewis: 

12929—Interstate rates on grain, grain products and hay, C. L., be- 
tween points in western and Mountain-Pacific groups. 

August 15—Portland, Ore.—Commissioner Aitchison and/or Examiner 
Beach: 

Portions of fourth section applications 345, 349 and 11996, R. H. 

Countiss; 12012, U. P. R. R.; 12017, G. N. Ry., and 12018, N. P. Ry. 
August oe Wash.—Commissioner Aitchison and Examiner 
Beach: 

Fourth section applications 345, 349, 11996, R. H. Countiss; 12012, 

Union Pacific; 12017, Great Northern; 12018, Northern Pacific. 

August 18—Washington, D. C.—Examiner Clark: 

* Finance Docket 1472—In the matter of application of Mississippi 
Central R. R. for authority to acquire control of a branch line 
of the Gulf, Mobile & Northern R. R. 

August 19—Helena, Mont.—Commissioner Aitchison and Examine 
Beach: 

Fourth section applications 345, 349, 11996, R. H. Countiss; 12012, 
Union Pacific; 12017, Great Northern; 12018, Northern Pacific. 

August 24—Atlanta, Ga.—Railroad Commission of Georgia: 

Finance Docket 1451—Application of Hawkinsville & Florida Sou. 
Ry. Co. 

August 26—Washington, D. C.—Examiner Clarke: 

Finance Docket 1375—Application of the N. Y. C. for approval of a 
certain lease. 

September 1—Washington, D. C.—Director Colston: 

Finance Docket 1535—In the matter of the application of the pro- 
visions of Section 209 of the Transportation Act, 1920, to the car- 
riers by railroad under common ownership or control. 

September 1—Chicago, Ill.—Examiner Wilson: 
1. and S. 1371—Sand and gravel from Michigan City, Ind., to Johns- 
town-Connellsville territory. 
Sept. 1—Norfolk, Va.—Examiner Wilson: 
12771—Farmers Mfg. Co. et al. vs. Director General and S. A. L. 
Sept. 1—New York, N. Y.—Examiner Quirk: 
12773—Union Sulphur Co. vs. Ahnapee & Western et al. 


September 2—Salt Lake City, Utah—Examiner Keene: 
12821—Utah Fuel Co. vs. Director General. 
Sept. 2—Beaver Dam, Wis.—Examiner Carter: 
12787—Central Wisconsin Supply Co. vs. C. C. C. & St. L. et al. 
Sept. 3—Charlotte, N. C.—Examiner Wilson: 
12804—Queen City Iron & Steel Co. vs. S. A. L., 
et si 
September 6—Boston, Mass.—Examiner Gerry: 
1. and S. 1369—Woolen yarn from Skowhegan, Me., to Boston, Mass.. 
and other points. 
Sept. 6—Charleston, S. C.—Examiner Wilson: 
12628—Charleston Traffic Bureau vs. A. G. S. et al. 
12675—Charlseton Traffic Bureau et al. vs. A. G. S. et al. 
12837—Julius W. Nichols vs. S. A. L. 
September 6—Washington, D. C.—Examiner Fuller: 
1. and S. 1365—Routing on coal from Western Maryland Ry. mines 
to eastern destinations. 
September 6—Chicago, Ill._—Examiner Carter: 
12810—Columbia Quarry Co. vs. Director General. 
12801—Mason City Brick and Tile Co. et al. vs. Director General. 





Director General 
















































September 6—San Francisco, Calif.—Examiner Keene: 
12896—East Bay Water Co. vs. Director General. 
12843—Pacific Rice Mills et al. vs. Director General. 


September 7—Washington, D. C.—Examiner W. H. Wagner: 
* 12478—Allowance of mileage for Mississippi River crossings. 
September 7—Chicago, Ill.—Examiner Carter: 
12807—California and Hawaiian Sugar Refining Corp. et al. vs, 
A, F. & SB. FB. et at. 
Sept. 7—Washington, D. C.—Examiner Fuller: 
5504—The Cotton Manufacturers’ Assn. of S. C. vs. C. C. & O. et al, 
September 7—Columbus, Ohio—Examiner Mullen: 
—— Coal Co. et al. vs. Monongahela Valley Traction Co, 
et al. 
Sept. 7—Knoxville, Tenn.—Examiner Gault: 
12762—Southern Appalachian Coal Operators’ Assn. et al. vs. C. N. 
C=. PB. et al. 





PANAMA CANAL TRAFFIC 
The total number of vessels and craft of all kinds through 
the Panama Canal in June, 1921, as compared with the preceding 
month, and with the corresponding month of last year, was as 
follows: 


June, May, June, 

Vessels. 1921. 1921. 1920, 
| a SS ed Reet eee 193 210 201 
United States government ................ 33 30 11 
Launches (under ten tons) ..............- 3 6 6 
TE aE RR en eee ee ee 229 246 218 


RAILWAY MAIL PAY CASE REOPENED 

The Commission has reopened No. 9200, Railway Mail Pay, 
for a re-examination and such further order as the Commission 
may direct with respect only to the facts and circumstances 
surrounding the transportation of mails and the service con- 
nected therewith on the lines of the Bingham & Garfield, Cali- 
fornia Western R. R. & Nav. Co., Great Southern, Indian Valley, 
Lake Tahoe Ry. & Transportation Co., McCloud River R. R. 
Nevada Central, Nevada County Narrow Gauge, Nevada North- 
ern, Pacific & Idaho Northern, Quincy R. R. Co., Ray & Gila Val- 
ley, Sacramento Valley & Eastern, San Diego & Arizona, San 
Luis Southern, Sierra Ry. Co. of California, Spokane Interna- 
tional, Sumpter Valley, Colorado, Wyoming & Eastern, Nevada 
Copper Belt, Washington, Idaho & Montana, Yreka R. R. and 
the Yosemite Valley. 





PAYMENTS TO CARRIERS 


The Interstate Commerce Commission, August 4, announced 
that it had issued partial payment certificates to the St. Louis- 
San Francisco Railway for $500,900 covering in part the guar- 
anty period; for $50,000 to the Butler County Railroad for the 
federal control period; and $15,000 to the Moshassuck Valley 
covering the federal control period. ; 





DIRECTORY OF ATTORNEY 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 





CHAS. E. WALLINGTON. 


Attorney at Law and Counsellor In 
Interstate and Foreign Commerce 


Specialist & Counsellor 

Rate Analysis—Claims 

Transportation 971 SPITZER BLD@. | 
Trackage Arrangements—-Demurrage TOLEDO, OHIO 
General Matters Relating to State, 

Interstate and Foreign Commerce 


414 The Arcade 





GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission. 


Southern Building, Washington, D.C 
Telephone Main 2702 


GEO. T. BELL 


COMMERCE COUNSEL 


1919-1921, Executive Vice-President, North- 
ern West Virginia Coal Operators’ Associa- 
tion; 1914-1919, Attorney-Examiner, Inter- 
State Commerce Commission; 
Commerce Counsel for various commerciai 
s nizations and shippers of Missouri River 
cities. 


MUNSEY BUILDING, WASHINGTON, D. C. 








CHARLES H. LAMPEN 


Commerce Counselor 


All phases of Traffic 
and Transportation 


CLYDE N. THOMPSON 


INDUSTRIAL TRAFFIC MANAGER 


1909-1919 All Traffic and Transportation matters. 
Traffic Service Rendered on monthly 
basis. Correspondence solicited. 


MOREHEAD, KY. 


a 


KARL KNOX GARTNER 


(For a number of years Attorney and Examiner, Interstate 
Commerce Commission, and prior thereto engaged in the 
practice of law at Louisville, Ky.) 

Special attention to matters before the Interstate 
Commerce Commission, Income Tax Unit, Federal 
Trade Commission, United States Shipping Board, 
Federal Courts. 


CLEVELAND, O. 
101-706 WOODWARD BLDG., WASHINGTON 





CHAS. E. COTTERILL 


COMMERCE COUNSEL 
Suite 1120 Hurt Building 
ATLANTA, GA. 


Wilbur LaRoe, Jr. 


Southern Buliding Washington, D.C. 





EDWARD A. HAID 


ATTORNEY AT LAW 
1411-16 Liberty Central Trust Bullding, 
St. Louls, Mo. 


Special attention to matters before Inter- 
state Commerce and State Commissions 40 
railroad and rate litigation and claims. 
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Mip-West Box Company 





Look for Use 
the — ST Triple Tape 
Trade Mark 7 if Corners 











Corrugated 
Fibre-Board 


Products 


Solid Fibre 


Containers 


MID-WEST Products are engineered 
to QUALITY. 


We maintain a systematized inspection 
service covering machines, raw mate- 
rials and finished product to insure 
quality, and a corps of experienced 
package designers to help our custom- 
ers solve their packing problems. 


MID-WEST TRIPLE TAPE COR- 
NERS prevent peeling and splitting. 


Our DOUBLE WALL Corrugated 
Boxes are the best for EXPORT and 
long distance shipping. 








GENERAL OFFICES: 
1337 Conway Building Chicago, III. 


FACTORIES: 


Fairmont, W. Va. 
Cleveland, Ohio Kokomo, Ind. 


Anderson, Ind. 
Chicago, III. 


We operate our own boxboard and strawboard mills 










Hauling lots of Freight 
but doing it well 


KANSAS, OKLAHOMA 
& GULF RAILWAY 
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A busy Railroad in these times 
indicates it has something 
unusual to offer. Fast, de- 
pendable, (and the most im- 
portant) personal service is 


keeping us busy. 
way 
Laie a 
77) _ 2. I 


To 


Miami, Muskogee, Tulsa, Oklahoma 
City, Henryetta, Okmulgee, Durant, 
Oklahoma; Texas, Texas Gulf Ports, 
California, (via Denison and El 
Paso, Tex.), Mexico (via Laredo, 
Eagle Pass, or El Paso). We have 
the equipment and facilities to 
render high class service. 
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These representatives will be glad to furnish in- 
formation concerning rates, routes, tracing, etc.: 


Mr. H. T. Winn, General Agent, Kansas City, Mo., 
330 Railway Exchange Bldg. Phone Home Harrison 6828. 


Mr. H. D. Fry, General Agent, Dallas, Texas, 
1011 Dallas County State Bank Bldg. Phone X 3950. 


Mr. F. A. Layman, General Agent, 
729 Wabash Bldg., Pittsburgh, Pa. Phone Court 4601-2. 


Mr. D. R. Peck, General Agent, 
208 S. La Salle St., Chicago, Ill. Phone Harrison 1801. 
E. J. OCONNOR 
General Freight Agent 
MUSKOGEE, OKLA. 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


HAL L. BRENNAN 


S. E. LEONARD 
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Hitting the Nail on the Head 


is only the last step in the correct 
nailing of box shooks. A right 
choice must first be made of the 
kind of nail, its thickness, length 


and head. ‘There must be the 
right number of nails to each 
nailing edge; the nails must be 
correctly spaced. 

A few additional nails prop- 
erly placed have increased box 
efficiency fifty to one hundred 
per cent. 


Correct nailing reduces freight 


Our nailing schedule, in leaflet 
form, will be of value to any 
box user. It will show how 
to get one hundred per cent 
efficiency. It is easy to apply. 


In order that this knowledge 
may be put into general use, 
we will gladly mail our nail- 
ing schedule, without charge, 


claims; insures safe delivery; 
pleases customers. 


Do not guess in nailing shooks. 
An accurate nailing schedule has 
been worked out, based on labo- 
ratory tests. Write us for it. 


Good Wood Boxes 


Backed by the National Association of Box Manufacturers 
GENERAL OFFICES: 
1553 ee, BUILDING, CHICAGO 
New England: Fa Southeastern: 
1013 SCOLLAY BLDG. 433 CALVERT BLDG. 210 W 


— B 
Boston, Ma Baltimore Atlanta, Ga ~ Sle. 


to any box user. 
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2000 Miles in Five Minutes 


GEND a case of your product on 
this trip. Give it the jars, bumps, and 
knocks it encounters from draymen, freight 
handlers, rough riding freight cars, the shock 
of quick stopping of heavy equipment, etc. 


In five minutes a haul of 2,000 
miles is actually simulated by means of a 
large, hollow, revolving drum on the inside 
of which are scientifically constructed 
hazards to give the case the severest tests it 
would get in actual transit. 


This is a mew way to test your 
shipping case—a way to eliminate many 
transportation losses and damage claims. 


It is but one of the methods used 
in an investigation of the materials and con- 
struction of shipping cases which is now 
being conducted by the Container Club. 


The tests are made at the Mellon 
Institute of Industrial Research at the Uni- 
versity of Pittsburgh, where an Industrial 
Fellowship is maintained, with full labora- 
tory and testing apparatus. 


A Free Service 


Your shipping problems can be solved. We 
shall be glad to tell you what is to be done in send- 
_ ing sample cases of your goods to the testing labora- 


tory. 


Write and avail yourself of this free service. 


THE CONTAINER CLUB 


An Association of Corrugated and Solid Fibre 
BOX MANUFACTURERS 


TRapE MARY 


608 South Dearborn Street 


Chicago, IIl. 
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